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Coal Report Portents 
A SITUATION that may have parallels in the reports of 
other nationalised industries later on is reflected in the 
results of the National Coal Board for 1951, which show 
how a surplus of £3,300,000 existing at the end of the third 
quarter dwindled in the ensuing months until the net result 
was a deficiency of £1,800,000 for the whole year. This 
was accounted for largely by wage increases which came 
into effect in November, so that for the last five weeks of 
the year the board was operating at a loss. Other costs 
also rose sharply during the year. Coal prices were not 
increased until last January. These results will tend to 
check optimism over the current year’s operations of the 
British Transport Commission, which will reflect the stand- 
still order on the passenger fare increases outside London 
due to have begun on May 1, and the fact that the decreases 
involved in the same scheme did in fact come into opera- 
tion. At the same time the future of London fares remains 
uncertain, with the prospect of concessions to public dis- 
quiet at the increases which began on March 2. Of more 
serious implication are the claims for a 10 per cent. increase 
in wages lodged by the N.U.R., A.S.L.E. & F., and the 
T.S.S.A. and now under consideration. Although coal out- 
put rose in 1951 by 7:8 million tons, much of the increase 
came from the extension of Saturday working, which is 
unlikely to be a continuing source of improvement. During 
the year the board had to import 1:2 million tons of 
foreign coal, without which its accounts would nearly have 
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balanced in spite of the greater wages bill. There is there- 
fore still the urgent need of more coal, accompanied by a 
continuing manpower problem. Commenting on the report 
Sir Hubert Houldsworth, Chairman of the board, said last 
week that he hoped it would be unnecessary to import coal 
this year. Stocks of 16 to 17 million tons were a necessary 
safeguard against a winter coal crisis. At present the stocks 
in hand are rather more than 14 million tons. Capital 
expenditure has been on a small scale. ‘Transport, like 
coal, finds restrictions in this respect an obstacle to paving 
the way for increased efficiency. 


Diesel Traction Survey 


I' is not merely in North America that diesel traction 

has grown at a rapid rate. There the application has 
been almost entirely locomotive; but elsewhere in post-war 
years railcars and multi-car train sets have formed a large 
proportion of new construction, though not so large a pro- 
portion of the total as in pre-war times. It is unusual any- 
where in the world now for new steam shunting loco- 
motives to be constructed for public railways, though they 
still find a market in industry, often because of quicker 
delivery, oftener because of cheaper price. But more and 
more railways are turning over to diesel units for main-line 
work, both passenger and freight, and several “ standard ” 
locomotive designs of 1,000 h.p. and upwards are now 
available for a wide range of line service, gauges and axle 
loading; and the power van, with light or medium weight 
engines, is extending that availability. Moreover, rail- 
buses seem to be a coming force jn handling light passen- 
ger traffic. To show what is the general position through- 
out the world, our associated journal Diesel Railway 
Traction has devoted the whole of its enlarged June issue 
to a survey of practice in almost every country in the 
world. Independently written, the contents give informa- 
tion as to what has been done, what is being done, and the 
future projects and policies. 


Scheme for Decentralisation 


ROPOSALS for decentralised administration of the 

transport system have been given in a letter to the 
Belfast Telegraph by Major Malcolm Speir, formerly 
Manager & Secretary of the L.M.S.R. (Northern Counties 
Committee) and later Chief Officer for Scotland, L.M.S.R. 
He envisages division of the country into areas under Chief 
Regional Officers with more power and autonomy than at 
present, and responsible for every form of transport, in- 
cluding air, in their areas. The best and most economical 
form of transport should be chosen for each service re- 
quired, rates and charges being fixed accordingly. If 
another form of service was required by public or traders 
for a particular reason it should be available, but higher 
rates should be charged. Central executives, if still found 
necessary, would be responsible for rates and fares as well 
as matters of general policy such as wages and conditions 
of service and standardisation of equipment. With such an 
organisation Major Speir foresees the development of com- 
petition between areas as to methods of providing the most 
suitable form of transport service for the various needs 
of the community, and he would select his Chief Regional 
Officers from the most competent all-round men available; 
not necessarily from railway operators. 


Indian Operating Statistics 


IGNIFICANT facts concerning the working of all 
Class 1 5 ft. 6 in. gauge lines in India are disclosed 

in the Railway Board’s latest available annual report. 
Among them are the following average figures. The gross 
weight of a passenger train including the locomotive is 
465 tons. The load of a goods train is 47 wagons on a 
main line and 36 wagons on a branch, and the gross 
weight behind the tender of all goods trains is 916 tons. 
Coal consumption per 1,000 gross ton-miles is 192 Ib. for 
passenger and 164 Ib. for goods trains, the gross weights 
including the engines. In these statistics a proportion of 
mixed trains is included in both the passenger and goods 
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train figures. The number of locomotives of all types in 
service is 5,256, of which 4,257 are available for use, 276 
are under or awaiting repair, and 723 are in running 
sheds at any one time. The figures given per engine- 
hour are 181 wagon-miles, 2,008 net ton-miles, and 4,487 
gross ton-miles, weight of engine included. _Based on the 
number of engines available for use, the net ton-mileage 
per goods engine-day is 49,890. Electric services and loco- 
motives are not included in these figures. 


A Notable Bridge Reconstruction 


THE Viaduc de la Méditerranée, carrying a double- 
track line of the French National Railways over the 
Rhone about 18 miles south of Lyons, was seriously 
damaged during the war. It consisted of five 131-ft. cast- 
iron arches supported by masonry piers and massive abut- 
ments. By using parts of the damaged structure and a 
military temporary span, single-line working was first re- 
stored across it, but it has now been reconstructed as a 
handsome permanent bridge. The three original middle 
spans have been replaced by a 406-ft. reinforced concrete 
through arch resting on the old piers. As the piers were 
not designed to take the thrust of so large an arch, hori- 
zontal reinforced concrete beams were interposed between 
the piers and abutments below high water level, to trans- 
mit some of the thrust to the abutments. Moreover, the 
ribs of the arch are specially designed with small tunnels 
through, them at deck level, for the use of maintenance 
gangmen riding cycles. The reconstruction was compli- 
cated -throughout by the necessity for keeping open to 
traffic the temporary single line over the bridge. An 
article in this issue describes these and other features of 
the work, and it is clear that the reconstruction was no 
mean feat, reflecting great credit on the contractors and 
railway engineers. 


Refreshments on Swiss Trains 


FEATURE of the Swiss summer train services is the 
wide extension of light refreshment facilities on 
trains. In a few cases these are buffet cars, but most of 
the light refreshment service is by attendants who peram- 
bulate the train corridors with trolleys, serving cold viands 
and drinks. On the Létschberg Railway, for example, in 
addition to the two daily Berne-Brigue trains in each 
direction which carry restaurant cars, all the other through 
trains now have refreshment service. The same company 
is also providing refreshments on its Interlaken-Zweisim- 
men line—the highway between the Bernese Oberland 
and the Montreux area—and these are complemented by 
similar facilities on six trains in each direction between 
Zweisimmen and Montreux. This is a reminder that the 
Montreux-Oberland Bernois Railway as far back as 1913 
pioneered among Swiss narrow-gauge lines with restaurant 
cars, followed later by the “ Golden Mountain Pullman ” 
train, but eventually both were withdrawn through lack 
of adequate patronage. Refreshments are now served on 
the principal Furka-Oberalp narrow-gauge trains, addi- 
tional to the restaurant car which works on the “ Glacier 
Express’ between Oberalpsee and Chur. Most of the 
Berne-Lucerne trains also have light refreshment service, 
and on other main lines the few gaps in the existing 
restaurant car services are being filled up in the same 
way. 


Laminated Wood for Railway Purposes 


I N countries where timber is plentiful, there appears to be 

a future in railway structural work for laminated wood, 
which consists of veneer or timber layers bonded together 
with modern waterproof glue and, unlike plywood, with 
their grains parallel. Already it is being used on American 
railways for trestle viaducts, all their members being of 
laminated pine, except that the capping girders are usually 
faced with oak laminations. It is also being used in arched 
running sheds with spans up to 80 ft., and for arch bridges 
with spans of well over 100 ft. and designed for Coopers 
E 50 loading, though so far not for passenger lines. The 
advantages claimed for laminated timber are: (1) Almost 
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unlimited size of members, (2) economy in the use of timber 
of smaller sizes, and of lower grades for inner laminations, 
(3) thorough seasoning of its thin strips and avoidance of 
checks and other defects, and (4) the position of knots and 
similar weak spots can be distributed and limited to jow- 
stress areas. ‘Moreover, it is possible to vary the cross- 
section of a member to suit the varying stresses at different 
points. Fatigue tests of glued joints have, we underst: ad, 
proved satisfactory. 


Harder-Wearing Rails 


[ MPORTANT experiments are now in progress in the 

United States with a view to producing steel rails of 
a harder-wearing quality than those of the standard 
A.R.E.A. high carbon quality. One type is of normal com- 
position, control-cooled and then re-heated, oil-quenched, 
and normalised. The other is an alloy steel containing 
about 0.95 per cent. chromium, 0.15 per cent. vanadium, 
and 1.40 per cent. manganese, which gives an ultimate 
strength of roughly 78 tons per sq. in., and is of an air- 
hardening quality. Laboratory abrasion tests have shown 
that the oil-quenched rails are five times as resistant to 
shelling of the surface as ordinary rails, but it will be ex- 
tremely interesting to see if the users of these rails succeed 
in escaping the irregular hardening of the running surface 
under traffic that has caused the temporary abandonment of 
the sorbitic heat treatment of rails in Great Britain. It is 
claimed that the chrome-vanadium rail will prove less ex- 
pensive that the oil-quenched rail, but no figures as to 
relative cost or life are yet available. The tests are being 
made in main-line tracks of the Pennsylvania, Chesapeake 
& Ohio, and Norfolk & Western Railroads. 


Improved Brinig Line Signalling 


THE metre-gauge single-line route between Interlaken, 

Meiringen and Lucerne belongs to the Swiss Federal 
Railways and was electrified in 1941. This appreciably 
speeded up the service. The stations had mechanical sig- 
nalling and the train running was controlled by ordinary 
messages exchanged between them without any special 
block, although the space interval principle was of course 
observed. This was imposed by law in Switzerland in 1892. 
Electric operation of signals and points was, however, 
applied gradually on the line to accelerate the station work- 
ing, especially when trains were required to cross, and now 
interlocked block apparatus is being installed. The official 
journal of the Swiss Federal Railways gives an account of 
the work, begun in 1948 and completed between Lucerne 
and Meiringen in December, 1951. It is intended to proceed 
with the remainder of the route during the present year. 
Instead of the a.c. apparatus formerly seen in Switzerland, 
a d.c. type of block is now used, giving complete security 
against false interference from the a.c. traction supply. The 
block indicators are lamps, incorporated in the station 
signalling panels. 


Dutch Level Crossing Accidents 


INNUMBERS of level crossings in the Netherlands are 

protected by flashlight warning signals which in addi- 
tion to the “normal” and “danger” indications have a 
special “out of order” yellow light with reserve battery 
supply. Several new installations and a set of the “half” 
type barriers, as used at certain crossings in America, have 
been brought into use lately. An official warning, issued 
by the Netherlands Railways under the title of ‘‘ Playing 
with Death,” directs attention to the gross carelessness 
constantly shown by road users which, from time to time, 
has exposed trains to considerable danger. Over 20 such 
cases were observed in three months. In one, a person 
fastened the road barriers, worked from a distance, so that 
the attendant could not close them. There were ten cases 
where road drivers deliberately ignored the warning, even 
passing across right in front of a train, and others where 
the descending barrier was ignored and the vehicle became 
stopped on the crossing by the other barrier. Persons were 
seen also trying to force a barrier open, or climb over it, to 
get on the line. 
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Mixed-Traffic Engines for New Zealand 


AN interesting feature of the design of the oil-burning 
locomotives, 16 of which have recently been com- 
pleted by the North British Locomotive Co. Ltd. for the 
New Zealand Government Railways, is that while they are 
basically similar to the “J” class locomotives, which have 
been operating on the New Zealand Government Rail- 
ways since 1940, the new locomotives are of conventional 
design, while the previous engines were streamlined, the 
engine headlights being incorporated in the smokebox 
door. The locomotives, which are described and illustrated 
elsewhere in this issue, will be known as the “Ja” class, 
have an axleload of 114 tons, and are required for mixed- 
traflic operating on the 3 ft. 6 in. gauge with 50-lb. rail. 
Baker valve gear is fitted, operated by Ragonnet type 
compressed-air reversing gear. All axleboxes, both engine 
and tender, are fitted with Skefko roller-bearings, and with 
a view to assisting maintenance, engine bogie and tender 
bogie wheels, axles and axleboxes are interchangeable; the 
coupled boxes are of the cannon type. The valve motion 
pins are fitted with needle roller-bearings, while Skefko 
roller-bearings are fitted to the connecting rod and coup- 
ling rods at the driving pins. 


British{Railways Locomotive Tests 


Biss RAILWAYS are to make available copies of 
bulletins issued from time to time giving the results 
of locomotive tests carried out at Rugby and Swindon 
Testing Stations or by mobile testing units. The first three 
bulletins have just been published* and relate to the tests 
conducted with 4-6-0 mixed-traffic locomotives of the 
Western Region “Hall” class, the Eastern and North 
Eastern Region “B.1” class 4-6-0, both with exhaust 
steam injectors, and the L.M.R. class “4” 2-6-0 mixed- 
traffic locomotives with live steam injector. The test 
results give a complete picture of the speed and power 
of the locomotives and provide considerable data from 
which can be deduced their ability for hauling different 
train loads at varying speeds over given routes. 
The locomotives selected for the first three bulletins 
are representative regional types. Tests have been con- 
ducted with British standard engines, classes “7,” “6,” and 
“5,” the results of which are being tabulated and will be 
contained in the next three bulletins to be published. With 
a view to obtaining an overall picture, varying grades of 
coal were used of different calorific values on each indi- 
vidual locomotive. The presentation of the data is divided 
into two main parts; the first defines the relationship 
between coal as fired, water as drawn from its tender, 
tractive effort and h.p., both as available at the drawbar, 
data directly applicable to the immediate commercial pur- 
pose of examining train loadings and schedules, to obtain 
a reduction in fuel consumption by working locomotives, 
where possible, nearest their point of maximum operating 
efficiency. ; 
The second part is concerned mainly with thermal effici- 
ency, and provides data on a basis of indicated power 
covering boiler and cylinder efficiencies, factors of more 
importance in locomotive design. In all relationships 
based on coal, the values shown apply to a particular coal. 
Variations in the quality have a direct bearing on the 
amount consumed irrespective of locomotive design or 
condition and as far as possible each type was tested with 
at least two qualities, one of which was common to the 
engine tested. By nature of the testing procedure every 
value shown on the graphs was obtained under constant 
conditions maintained for a period of time. Data are not 
yet available to cover periods of rapidly fluctuating power 
output, such as occur during acceleration or coasting of 
stopping trains. The estimates of coal burned when 
examining different train speeds and loads are at this stage 
comparative and not absolute. 
The tests were made under one or other of two methods 
of locomotive testing, one of which is generally arranged 
as a combination of stationary plant test with road dyna- 





* Published by the Railway Executive, 222, Marylebone Road, London, 
N.W.1. Price 10s. each 


THE RAILWAY GAZETTE 


619 


mometer car test at constant rates of steam production, 
but which may consist of the latter only, a method initiated 
by Swindon. The other is based on the use of the mobile 
testing plant at constant speeds, initiated by the former 
L.M.S.R. The locomotives were in good condition. It is 
clearly desirable to establish values for an engine in run 
down condition, but some reflection will indicate the 
extreme difficulty of defining this in a manner which will 
be sufficiently representative for an entire locomotive class, 
and this aspect is the subject of further consideration by 
British Railways. 

The bulletins explain to the Operating Department how 
test results can be applied to the consideration of train 
schedules and this aspect is clearly defined. The data so 
far available cover only steam locomotives, but similar 
methods for testing other forms of motive power are 
available. Similar bulletins will be issued in due course by 
British Railways pertaining to diesel-electric, electric, and 
gas turbine locomotives, providing a scientific basis of 
comparison between these different forms of motive power. 
The data cover all aspects of locomotive efficiency and are 
in a form that merits most careful analysis. 


Summer Timetables, Eastern and 
North Eastern Regions 


THE outstanding feature of this summer’s alterations to 

the services over the East Coast main line is the accelera- 
tion of the “Capitals Limited.” Leaving Kings Cross at 
9.35 instead of last summer’s 9.30 a.m., this train is to reach 
Edinburgh at 4.41 p.m.; in the reverse direction, with a 
departure from Edinburgh at 9.45 a.m., the arrival in Kings 
Cross will be 4.52 p.m. The times of 7 hr. 6 min. down and 
7 hr. 7 min. up compare with 7 hr. each way before the war, 
and require average speeds of 55-3 and 55-2 m.p.h. respec- 
tively for the non-stop journey of 392:7 miles. The “ Fly- 
ing Scotsman” also is accelerated each way, but no more 
than to bring the London-Edinburgh time from the present 
5 hr. 50 min. to 5 hr. 39 min. down and 5 hr. 38 min. up, 
equal to that of last summer. 

The northbound “ North Briton,” between Leeds,. New- 
castle, Edinburgh and Glasgow, is accelerated to a time 
6 min. quicker from Leeds to Glasgow than that in force 
in 1939, notwithstanding the additional stop now made at 
Darlington, and 9 min. quicker than in the present time- 
table. This makes it necessary to run the 44-1 miles from 
York to Darlington in 44 min. start to stop—-the first mile- 
a-minute timing (apart from that of the “ Coronation”) 
ever yet laid down in this direction of running, against the 
rising tendency of the road. The time for the 124-4 miles 
from Newcastle to Edinburgh is reduced from 142 to 137 
min. 

In the southbound direction the “North Briton” is 
accelerated 7 min. to York and Leeds, reaching Leeds at 
10.3 as compared with the pre-war 10 p.m. The time for 
the 44:1 miles from Darlington to York is cut to 42 min., 
requiring an average of 63 m.p.h. start to stop, the fastest 
schedule in Great Britain. In addition, there are two book- 
ings over the same stretch in 43 min., four in 44 min., and 
nine in 45 min.; and there are also one 44-min. and five 
45-min. bookings in the northbound direction. In all, 22 
trains have a combined start-to-stop average speed of 60 
m.p.h. between York and Darlington—an example which 
might well be copied in other parts of the country where 
similar track conditions obtain. 

On the Great Northern Section the 11.45 a.m. from 
Harrogate (12.25 p.m. from Leeds) to Kings Cross, which 
last summer was a frequent cause of delay to the “ Capi- 
tals Limited,” is completely altered in timing; it is to leave 
Harrogate at 1.15 and Leeds at 2 p.m., combine at Don- 
caster with a restaurant car train from Hull at 1.30 p.m., 
and reach Kings Cross at 6.5 p.m., an acceleration in run- 
ning of 31 min. from: Leeds to London. The timing of 
31 min. for the 29°1 miles from Grantham to Peterborough, 
start-to-stop, is the fastest tabled over this stretch since 
the war; and 3 hr. 15 min. from Doncaster to London, with 
four intermediate stops, is 21-22 min. faster than the tim- 
ing of any other trains making the same stops. 
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The 2.18 p.m. from Kings Cross to Leeds, Bradford, and 
Hull is restored to the timetable (but 11 min. faster to 
Leeds’ than in 1951); and the 1.18 p.m. omits its stops at 
Newark and Retford, reaching Leeds at 5.32 instead of 
5.52 p.m. The 9.50 from Leeds to Kings Cross starts at 
9.45 a.m., and is due in London at 1.57 instead of 2 p.m., 
so leaving a little more margin before the 2.5 p.m. arrival 
of the “ Tees-Tyne Pullman.” The Peterborough recovery 
margins of 4 min. in each direction have been cut out, but 
many of the Peterborough and Grantham stops have been 
lengthened to 6 or 7 min., to allow time for engine- 
changing, so that overall times are but little affected. The 
arrival in London of the 2 p.m. “Heart of Midlothian ” 
from Edinburgh to Kings Cross is put back from 9.55 to 
16.4 p.m.; last summer it was 10.2 p.m. The “ Queen of 
Scots,” reverts to last summer’s 3 hr. 25 min. Kings Cross- 
Leeds timing, and to 3 hr. 23 min. up, as compared with 3 
hr. 31 min. during the winter, and the up train is 8 min. 
earlier into Kings Cross (8.2 p.m.); a greater acceleration 
might have been expected, in view of the substantial gains 
on schedule that are being made almost daily by this ex- 
press. The pre-war Kings Cross-Leeds timing was 3 hr. 
11 min. down and 3 hr. 10 min up. 

Incidentally, the Eastern and North Eastern Region time- 
tables differ from those of the London Midland, Western, 
and Southern Regions in the constant slight variations made 
in the running times of almost all the express trains, with- 
out any material acceleration or deceleration. In three 
successive timetables. Kings Cross arrivals of the same 
trains have been varied as follows: from Leeds 11.31, 
11.36, and 11.32 a.m., and 11.43, 11.48, and 11.44 a.m.; 
Cleethorpes 1.13, 1.18, and 1.15 p.m.; Newcastle 1.20, 1.25, 
and 1.22 p.m.; Sunderland 1.30, 1.35, and 1.30 p.m.; Leeds 
1.53, 2 and 1.57 p.m.; Newcastle 2, 2.6, and 2.5 p.m.; 
Leeds 2.32, 2.37, and 2.33 p.m.; Newcastle 3.25, 3.29, and 
3.25 p.m.; Leeds 4, 4.4, and 4.1 p.m.; Edinburgh 5.38, 5.50, 
and 5.38 p.m.; 6.28, 6.26, and 6.30 p.m.; Leeds 7.53, 7.56, 
and 7.55 p.m.; Glasgow 8.10, 8.5, and 8.2 p.m.; Leeds 
9.40, 9.45, and 9.42 p.m.; and Edinburgh 10.2, 9.55, and 
10.4 p.m. These frequent changes are not due to any 
variation in the number of intermediate stops, but only 
to the addition or removal of time for recovery margins, 
engine-changing. or permanent way work. 

On the Great Eastern Section the fast and ample service 
over the Colchester main line, introduced with the new 
Class “7” Pacifics, continues with very little alteration. 
The up “ Hook Continental” starts from Parkeston Quay 
at 7.42 instead of 7.15 a.m., and to get this into Liverpool 
Street at 9.14 a.m. has involved alterations to other trains. 
The 7.22 a.m. from Ipswich to Liverpool Street leaves at 
7.17 a.m.; the 7.59 a.m. from Colchester leaves at 7.50 
a.m., is passed at Witham by the “Continental,” and calls 
additionally at Ingatestone. Five other trains, some of 
them in the hourly Liverpool Street-Clacton service, call 
additionally at Ingatestone, and two more at Hatfield 
Peverel, both of which suffered somewhat severely when 
the accelerated train services were brought into operation. 

On the Great Central Section the down “ South York- 
shireman,” 4.50 p.m. from Marvlebone, is slowed 5 min. 
to Sheffield (now 8.40 p.m.) and 10 min. to Bradford 
(10.20 p.m.). An unexpectedly fast booking on this line 
is the 25 min. from Leicester to NottingHam (23-4 miles) 
of the Newcastle-York express, 1.57 p.m. from Leicester. 


British Transport Commission Traffic Receipts 


THE advance figures for Period 5, the four weeks to 

May 18, show that British Railways total traffic receipts 
were only some 4 per cent. more than for Period 5 of 1951. 
Passenger receipts were down by 9:3 per cent. on last year, 
for which the most obvious explanation is the decrease in 
ordinary fares outside the London Area from May 1. This 
offset the increased takings resulting from the rise in British 
Railways fares within the London Area from March 2. The 
March fare increases also caused London Transport passen- 
ger receipts for Period 5 to continue well above last year’s 
level—at 13-4 and 19 per cent. for railways and buses 
respectively. 
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Buses, coaches & ca | 
buses ... ‘ -| 3,416 | 3,237 [+ 179 | 15,639 | 14,348 + 1,291 
London Transport— | | | yas 
Railways ... is .-o| 1,447 | 1,275 |+ 172 | 6,679 6,132 547 
Buses & coaches ..-| 3,163 | 2,656 |+ 507 14,048 | 12,176 1,872 
Trolleybuses & trams ...) -795 | 773 |+ 22 3,642 | 3,745 103 





5,405 4,704 |+ 701 | 24,369 | 22,053 + 2,316 











|__| 


Iniand Waterways— | 








Tolls... ee 79 71 i+ 8 384 | 316 4 68 
Freight charges, etc. .... 95| 82|+ 13 477385 92 
| 174) 153 |+ 2t| 86} 701 + 160 

Total... see 70 42,523 + 2,227 217,485 | 195,891 + 21,594 


British Railways merchandise receipts exceeded the 1951 
figure for Period 5 by 5-6 per cent., though rates were very 
roughly 10 per cent. up. This shows that the decline in 
this traffic continued. For the preceding period, there 
was a decline of 9 per cent. in tonnage, with a rise 
of 3:8 per cent. in receipts; the incidence of Easter in 
Period 4 of 1952 can only partly account for this, and there 
are more permanent causes of a falling off in  mer- 
chandise traffic. Coal receipts were some 12 per cent. up 
on last year’s, which represents approximately equal (or 
slightly lower) tonnages; for the preceding period, coal ton- 
nage was 3 per cent. below the 1951 figure, largely because 
of the Easter holiday, and coal receipts 11-9 per cent. up. 
Mineral receipts for Period 5 at £3,195,000 exceeded those 
for last year by 13-5 per cent., which represents an increase 
in tonnage over last year, allowing for the rise of approxi- 
mately 10 per cent. in rates. British Road Services receipts 
for the period were 3-6 per cent. up on those of the corre- 
sponding period of 1951. 

For the first twenty weeks of this year, receipts from the 
principal carrying activities (British Railways, London 
Transport, road haulage, provincial buses, and inland water- 
ways) of the British Transport Commission, which amount 
to some 90 per cent. of its total traffic receipts, exceeded 
those for the corresponding period of last year by 11 per 
cent. In the light of rate and fare increases during the 
past twelve months, the only traffics to. show really 
encouraging increases over the twenty weeks are British 
Railways mineral (21 per cent.) and coal (18 per cent.) 
traffics. The increase in London Transport receipts is likely 
to be short-lived. 

PERCENTAGE VARIATION 1952 COMPARED WITH 195! 





4 weeks to 20 weeks to 
May |8 May |8 
British a 
Passengers .. . ons oe see ose 9-3 + 4:4 
Parcels ae wee hes one + 6-7 + 9-0 
Merchandise & livestock 5-6 13-0 
Minerals... : = 13-5 +21°4 
Coal & coke 12:2 17-9 
Total eae one ove one + 3-9 + 12-5 
British Road Services... ont eae oes see + 3-6 5-0 
Road Passenger Transport eee bee eee oes + 5-5 + 9-0 
London Transport — 
Railways... sae en = ans inte +13-4 + 89 
Buses & coaches ... ase ose eee eve +19-0 + 15-3 
Trolleybuses & trams... = one nis + 2:8 — 2:7 
Total _— aus ose ere +149 +10°5 
Inland Waterways oun ons wae an eee +13-7 +22:8 
Aggregate ... eas see eee + 52 +11-0 
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Commonwealth of Australia Railways 


HE report for the year ended June 30, 1951, of the 
Commonwealth of Australia Railways, which we have 
received from Mr. P. J. Hannaberry, Commonwealth 
Railways Commissioner, shows an aggregate deficit of 
£280,741 on the working of the four railways—the Trans- 
Australian and Australian Capital Territory Railways, both 
4 ft. 84 in., and the 3 ft. 6 in. Central Australia and North 
Australia Railways. The loss on working in the previous 
year was £103,668. The principal financial and statistical 
results for 1950-51 and 1949-50 are given in the accompany- 
ing table. Because of the shortage and poor quality of 
coal, use of oil-burning locomotives had to be continued 
on the Trans-Australian Railway, at a high extra cost. Re- 
ductions in passenger and freight traffic between the eastern 
States and Western Australia, as the result of strikes in Vic- 
toria and South Australia, caused heavy loss of revenue. 
On the Trans-Australian Railway, the normal express 
passenger train service of three trains a week each way was 
run throughout the year; special trains were run to meet ex- 
ceptionally heavy demands on a number of occasions. 
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and from Western Australia) increased by nearly 50 per 
cent. As in past years, the greater proportion of the 
traffic—practically 80 per cent——was from the eastern 
States to Western Australia. Despite special endeavour, 
there has been little improvement in the tonnage the oppo- 
site way. 

There was a slight falling off in the number of 
cattle railed over the Trans-Australian but there was much 
greater movement of sheep, the number carried being 80 
per cent. above the 1949-50 figures. Cattle traffic on the 
Central Australia Railway, which normally is confined to a 
fairly definite season (from about April to October) con- 
tinued throughout the year, except during the period when 
traffic had to be suspended, due to there being no trains 
on South Australian lines to carry away the stock during 
the strike. The demand for conveyance of cattle from 
Central Australia to Adelaide markets is expected to in- 
crease, and action is in hand to increase rolling stock re- 
sources. 

The report alludes to the disadvantages of the breaks of 
gauge in Australian inter-State traffic, which undoubtedly 
lead to loss of traffic to the railways. It is pointed out 











Australian | 

Year Trans- Central North Capital Total 

Heading ended Australian Australia Australia | Territory | for all 
June 30 Railway Railway Railway Railway railways 

ee ; | 7 ; 

Miles open... Bes yee miles 1951 1,108 | 77 317 | 2,201 
— "i ke £ 1951 8,972,735 4,556,413 | 2,713,568 89,767 | 16,332,483 
Cost (excluding rolling-stock) £ 1950 8,871,948 4,547,045 | 2,694,435 | 89,567 | 16,202,995 

ie £ 1951 2,738,866 674,368 | 127,923 (a) 541, 
Cost of rolling stock £ 1950 1,865,722 678,621 126.951 | (a) | 2'671,294 
—_— é | 1951 1,191,495 | 907,011 | 36,757 | 17,737 | 2,153,000 
ee £ 1950 1,013,716 809,166 | 36,920 15,235 | 1,875,037 
Worki £ | 1951 1,453,527 885,170 69,255 | 25,789 | 2,433,741 
ia aac £ | 1950 1,162,232 725,671 042 18,760 1 $78,705 
ait mah 1951 984,993 | 776,179 70,703 9,01 1,840,885 
Revenue train-miles miles 1950 862,286 | 729,278 70,503 | 8,335 1,670,402 

| am = - 

Results of working (excluding interest) ... : | Hed “tae | He 3 $e ~eae 
iene £ 1951 103,940 132,356 58,012 | 944 295,252 
F £ 1950 104,435 132,542 59,810 953 297,740 





Introduction of Budd diesel railcars permitted of a faster 
and more frequent service for local passengers between Port 
Pirie Junction and Port Augusta and Pimba (Woomera 
Rocket Range). Between Port Pirie and Port Augusta, a 
train service of ten trips weekly is now maintained; the 
journey time by Budd railcar is 1 hr. 5 min., with stops 
as necessary at intermediate points to pick up and set down, 
whereas the former mixed train took 14-2 hr. On the Central 
Australia Railway, the normal weekly mixed train service 
between Port Augusta and Alice Springs was maintained 
throughout the year. As with other country services in 
New South Wales passenger train services on the Aus- 
tralian Capital Territory Railway were not fully restored. 

Passenger traffic was substantially lower than in 1949-50. 
Competition from air and road services was the major 
cause of the falling off. Introduction of diesel-electric 
locomotives on the Trans-Australian Railway, with conse- 
quent reduction in the time for the journey between Port 
Pirie Junction and Kalgoorlie, necessitates revision of 
existing timetables between the eastern States and Western 
Australia. Negotiations with State Railway Departments 
on necessary alterations in the schedules of connecting 
trains were begun some time ago, but finality has not yet 
been reached. Restaurant car services are operated in 
all express trains on the Trans-Australian Railway, and on 
the weekly mixed train on the Central Australia Railway. 
Despite manpower shortages, and difficulty in obtaining 
certain foodstuffs, the high standard service of past years 
has been maintained and, wherever practicable, improved. 

Inter-system freight to and from Western Australia was 
seriously affected by the suspension of traffic during the 
period of Victorian and South Australian Railways strikes 
in October, November, and December, 1950. It was neces- 
sary to cancel all goods trains on the Trans-Australian 
Railway during the period of the South Australian strike 
in October and November, but the tonnage of through 
goods (goods carried from and to the eastern States to 


(a) Rolling stock is the property of the New South Wales Government Railways 


that with the introduction of diesel-electric locomotives 
on the Trans-Australian Railway freight trains will be run 
at express train speeds, but much of the time so gained 
will be lost at break-of-gauge points in the transfer of 
goods. 

Delivery of Clyde-E.M.D. 1,500-h.p. type F.7 diesel- 
electric locomotives to the Trans-Australian Railway con- 
tinued. When the full number of diesel-electric locomo- 
tives has been delivered, steam power will be completely 
withdrawn from this railway. It will then no longer be 
necessary to depend on expensive, seaborne coal to main- 
tain train services. Pumping, and costly treatment of water 
to render it suitable for use in locomotive boilers, will be 
avoided, and the haulage of water and coal over long 
distances will be eliminated. For the Central Australia 
and North Australia Railways, a contract was entered into 
with K.L. Distributors Limited, Melbourne, as agents for 
the Birmingham Railway Carriage & Wagon Co. Ltd. for 
the supply of 14 diesel-electric locomotives, of 955 h.p., 
powered with Sulzer engines. Electrical components 
are being supplied by Crompton Parkinson Limited. The 
contract specifies delivery in Australia before the end of 
1952. This will enable faster and more frequent train services 
to be provided on both railways. Besides purchase of Budd 
railcars, new stock was ordered. Tenders were called for, 
for supply inter alia of air-conditioned sleeping and res- 
taurant cars for the Trans-Australian Railway. The suc- 
cessful tenderers were C. Wykeham & Co. Ltd., Melbourne, 
as agents for Wegmann & Co., of Cassel. Delivery was ex- 
pected by June, 1952. 


ENGINEERING WorK AT EusToN.—On Sundays June 8 and 15 
the L.M.R. Euston-Watford electric service will terminate at 
and start from Primrose Hill Station while engineers begin 
work on a new track layout at the terminus. These changes 
are part of a £300,000 improvement scheme which includes 
colour-light signalling and track circuiting. 


D 








622 


LETTERS TO 


THE RAILWAY GAZETTE 


June 6, 1952 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Setting Down by Sleeping Car Train 


April 10 
Sir,—Off the 11.40 p.m. Euston to Carlisle train sleeping 
car passengers only are permitted to be set down at Dumtries 
and Kilmarnock. One wonders why other passengers are 
not permitted this facility and what would prevent them 
from alighting. Presumably, travelling ticket inspectors 
could advise them to change at Carlisle, but they would be 
unable to ensure that they did so. Ticket collectors at 
Dumfries and Kilmarnock would be unaware that they had 
not alighted from sleeping cars. No doubt the restriction 
is to prevent overloading as the train is primarily for 
Glasgow passengers. 
Yours faithfully, 
W. A, SHEPHERD 
22, Howard Street, Glen Iris, S.E.6, Victoria, Australia 


The Ford Accident 


May 10 
Sir,—In his letter in your May 9 issue, Mr. Barry has 
misunderstood my statement that “ there is no check at the 
multi-aspect signal in rear (displaying single-yellow)” of 
Borough Market Junction, when the home signal is at 
danger. The context showed that I had in mind a check 
such as laid down for two-aspect signalling in Rule 39, or 
such as applied by automatic permissive signalling. 
Three-aspect signals give no more warning of a danger 
signal than do semaphore distant signals. I am questioning 
the permission of an overlap too short to guard even 
against an error of judgment in any area where there is no 
counterpart to the operation of Rule 39. 
Yours faithfully, 
C. MCK. CRAY 
35, West Lodge Avenue, London, W.3 


The Rise of the Diesel Locomotive 


June 2 

Sir,—In your May 30 issue an article on U.S.A. operating 
records mentioned the influence of the diesel on the efficiency 
of railway working. So quickly do diesels multiply in the 
States that the locomotive position on January 1, set out 
on page 284 of your March 14 number, changed radically 
during the first quarter of the year. The U.S.A. railways 
put 680 new diesels into service, while they installed only 
three new steam locomotives and withdrew 1,550. Most of 
the new diesels go into freight traffic and effect savings 
through intensive user on lines with fairly dense traffic. 

The Chicago & North Western Railway’s 1951 report 
illustrates what is happening all over the States. Last year 
the C. & N.W.R. acquired four diesel passenger units, 47 
diesel freight units and 17 yard shunting diesels, while 54 
steam locomotives were scrapped. It hauled 58 million tons 
for an average distance of 206 miles—about the same quan- 
tity as was hauled for 196 miles in 1943. Net ton-miles were 
consequently 4-2 per cent. greater and the number worked 
per train-hour increased nearly 27 per cent. The average 
train load of 1,149 tons was 18 per cent. over 1943 and 
15-8 per cent. fewer train-miles were needed to cope with 
the larger volume of traffic. The report adds that its diesel 
programme of course contributed to the improvement in 
operating results, advancing to the point where 73 per cent. 
of all freight gross ton-miles moved with diesel power, com- 
pared with 62 per cent. in 1950. 

The diesel is ousting the steam locomotive in America, 
not because there are long runs there, but because it is a 
more efficient tool all round. While possessing the advan- 
tages of electric traction, the diesel is not tied to an area, 
prepared at great capital cost; it can go anywhere and do 
anything. So American railways have ceased to electrify 


busy sections of main line, especially in the eastern district 
where conditions most resemble those on British Railways, 
Instead they “ dieselise ” as rapidly as the manufacturers can 
deliver units of the new motive power, with the object of 
securing greater line capacity, raising operating efficiency 
and ultimately lowering transport costs. 
Yours faithfully, 
R. BELL 

Frognal, N.W.3 


First Locomotive for Ethiopia 
May 24 

Sir,—I read with interest the paragraph in The Scrap 
Heap in your April 11 issue under the heading “ First 
Locomotive for Ethiopia.” 

There can be little doubt that the first locomotive for 
Ethiopia would have entered that country via the Chemin 
de Fer Franco-Ethiopien de Djibouti & Addis Ababa. 
Construction of this line began in 1897 and the first loco- 
motive to place its wheels in Ethiopia would surely have 
done so under its own power when the track crossed the 
frontier between the present station of Ali Sabiet, in 
French Somaliland, and Douenele, in Ethiopia. 

Of course, the thousands of men, and so on, may 
have been a special stunt laid on for the benefit of the 
Emperor Menelik, but it would seem a bit rough on the 
engine! Lake Kilole is a waterless depression near 
Douenele, about 90 miles inland from Djibouti. 

No. 1, Lion of the C.F.E., was a 2-6-0 tender locomotive 
of 25 tonnes unladen weight, without tender. On the 
British occupation in 1941 it was found at Dire Dawa, 
damaged beyond repair by the retreating Italians. One 
other of its class was in service all through the time of 
the British Administration. 

Yours truly, 


O. P. C. COLLIER, 
at P General Manager 
Eritrean Railways & Ropeway, Asmara 


British Standard Locomotives 
May 21 

Sir,—I am interested in the British standard locomo- 
tive, but consider the difference of only three tons in axle- 
loading does not warrant four designs of locomotive for 
the same type of work. 

To achieve real standardisation, I cannot see why only 
one design—class “ 7 ”’—would not perform the work of ail 
four. The axle-loading could easily be reduced by the 
necessary three tons by transferring weight to the idle 
axles. This might mean that classes “6” and “4” would 
not have sufficient adhesive weight to give maximum 
hauling capacity at low speed, but the fitting of a powerful 
boster engine, designed to work up to, say, 35 m.p.h., would 
be the ideal way of correcting this. I would say that the 
adhesive factor of all four classes is too poor, because 
Queensland “BI84” class Pacifics can start a heavy 
13-coach train on a slight up-grade with smoothness and 
absence of harmful slipping and their adhesive factor 
is 3-75. 

I believe that wonderful opportunities exist for steam 
locomotive standardisation. For instance, only four boiler 
designs, six engine units and four bogie frame castings 
are required for 29 entirely different designs of locomotive, 
ranging from 22,000 Ib. tractive effort to about 175,000 Ib., 
and capable of working all main classes of traffic on both 
3 ft. 6 in. and 4 ft. 84 in. gauge, and on rails from 
40 lb. upwards. They could thus serve the whole of Aus- 
tralia with maximum efficiency and economy. 

Yours faithfully, 
ROGER BOLAND 
Middle Creek, Via Sarina, North Queensland 
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THE SCRAP HEAP 


Monologue on the Train 


On a north-bound train at Kings 
Cross Station: first stop Peterborough. 
An elderly gentleman, surrounded by 
luggage, is peacefully contemplating two 
cups of tea and four ham sandwiches. 
The train starts; the elderly gentleman 
grunts and remarks, “‘ H’m, she’s left on 
the platform again: might as well finish 
these,’ which he proceeds to do, only 
interrupting the process to remark, “ I 
shall have to cook my own dinner now.” 

A few minutes later he gives a start 
saying, “ I can’t.” “ You can’t what?” 
he is asked. “I can’t cook my own 
dinner,” he replies, “she has the 
sausages.” — From “ The Manchester 
Guardian.” 


Taking the Train for a Walk 


Shortly after reading about a man 
who was knocked down by a train, 
picked himself up, “and walked along 
the line into the station, followed by 
the train,” I came across an advertise- 
ment for a book called “The Beauty 
of Old Trains.” It was by the author 
of “ Four Main Lines,” “ Some Classic 
Locomotives,” and “Trains I Have 
Loved.” 

The train which followed that man 
was just the sort of train I could love. 
It probably answers to his whistle by 
now. As for beauty, give me the 7.54 
from Bunsley to Crockmarsh, when the 
westering sun gilds its door handles.— 
“Beachcomber” in the “Daily 
Express.” 


A Pennsylvania High-Flyer 


In describing the new rolling stock 
for the Pennsylvania Railroad in our 
May 16 issue, we referred to the inau- 
guration of the “Congressional” in 
1885 and to its smart timing, even in 
those days. The accompanying draw- 


ing, by a correspondent, Mr. A. J. 
Richards, taken from an early offi- 
cial photograph, shows No. 10, built in 
1882, the first of the famous “K” 
class 4-4-0 express passenger locomo- 
tives, which were required to average 
50 m.p.h. between Jersey City and 





s*a” dine 4-4-0 aqeu locomotive of the Pennsylvania Railroad in the 1880s 


Philadelphia, with two stops. It had the 
following dimensions : — 


Cylinders : ia Sin. xX 24 in. 
Driving wheels, dia. ... - 7B8in. 

Working pressure aia ... [40 1b. per sq. in. 
Weight in working order . 93,000 Ib. 


A distinguishing feature was a steam 
reverse gear fitted directly ahead of the 
cab. After being in service for some 
years the class was modified from time 
to time and eventually re-classified 
“D6.” 


Old and New in India 

In view of the prominence into which 
the reorganisation of the railways has 
brought many of the geographical 
features of India, we list below some 
of the changes of name of States, towns 
and rivers which have been made within 
the last few years: — 


Old name New name 
Ganges Ganga 
Jumna Yamuna 
Cawnpore Kanpur 
Muttra Mathura 


Uttar Pradesh 
Madhya Pradesh 
Himachal Pradesh 
Saurashtra 
Punjab 

Banaras 


United Provinces 
Central Provinces 
Punjab Hill States (24) 
Kathiawar States 

East Punjab 

Benares 


Uttar Pradesh comprises the former 
Rampur, Tehri Garhwal, and Benares 
(Banaras) States, and in Punjab are 
merged Loharu, Dujana and Pataudi, 
but the other States in that area are 
now combined as the Patiala & East 
Punjab States Union (P.E.P.S.U.). The 
District of Sylhet, formerly in Assam, is 
now in East Pakistan, the capital city 
of which is Dacca. The former pro- 
vinces are now known as States. 


Valedictory 


Last week-end the passenger train 
service on the Eastern Region branch 
from Heacham to Wells-next-the-Sea 
was withdrawn. A correspondent of 
The Daily Telegraph travelled on the 
last train, which made its journey to 
Heacham and back to the accompani- 
ment of varied expressions of regret 
from the local populace. “ It was a great 
send-off,” he wrote. “ The engine was 
bedecked with wreaths of lilac, dog 
daisies, and other wild flowers. Flags 
flew, whistles blew and the faint strains 


of the Last Post could be heard. At 
Docking, an effigy in railwayman’s 
clothes hung from the signal-box with a 
card saying ‘The Death of the Wells- 
Heacham Passenger Service.’ ” 


Car Chases Runaway Engine 


The engine of a goods train ran with- 
out anyone on the footplate from Zaga- 
zig to Cairo, 50 miles, without mishap. 
The locomotive had been moved out of 
the Zagazig shops and the driver was 
preparing to climb on board when it 
started moving. Gathering speed, it 
rolled out of sight at 30 miles an hour. 
Warnings were flashed to all stations 
and the line was kept clear for the run- 
away until the footplate crew, sent in 
pursuit by motorcar, caught up with it 
a Short distance from Cairo. The driver 
jumped on board and brought the loco- 
motive to a stop as it was entering 
Cairo Station—From “ The Times.” 


Politeness Poll 


This is -how three visitors from South 
Africa voted on service and courtesy 
rendered by various trades and organisa- 
a at the end of our enjoyable visit 

ere : — 


Per cent. 
|. Telephone service * om --. 100 
2. Dry cleaning des eae “ o« wa 
3. Police in aad ae a oa wa 
4. London Transport et = ne Se 
5. Taxi service ase eid sie « & 
6. Hotel service mS: pee mre « 
7. Laundries ... an wid Pee oo 
8. Railways... aad ied pat «a 


We were unanimous in our admiration 
for the efficiency and courtesy of your 
trunk telephone service.— From a 
correspondent’s letter to the “ Evening 
Standard.” 


Tailpiece 

When Peter and Paul lived with one 
another 

They pooled resources and helped each 
other; 

They put 
spare, 

And so the proceeds they both would 
share, 

But jealous neighbours by deed and 
scrip 

Came in and broke up the partnership. 

Said Paul “I find it so hard to save 

Without the extras which Peter gave.” 

bee neighbours said, “ Don’t worry at 
all, 

We'll compel Peter to finance Paul.” 

Now what a paradox is seen 

In place of the concord which once had 
been: 

From the purse of Peter a tax is riven 

Instead of the gift which was freely 
given. 

So Paul will maintain the status quo 

Say those who managed this quid pro 
quo. 

To Peter the outlook is far from bliss— 

“If Paul can’t manage in spite of this 

= they tax and take till they have my 
a — 

So bankrupt Peter to pay for Paul?” 

A. E. C. 


D2 


together what each could 
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CANADA 
Reducing Claims 

The Canadian National Railways are 
constantly endeavouring to reduce 
claims for loss and damage to freight 
and at the present time have the lowest 
percentage per 1,000 net ton-miles of 
freight since 1946. Mr. W. Stirling, 
General Freight Claims Agent for the 
C.N.R., has said that one of the prin- 
cipal ways of eliminating loss and dam- 
age to freight is proper packing and 
addressing. The railway was giving the 
matter constant attention. Consignors 
could do much to eliminate loss and 
damage by seeing that goods were cor- 
rectly packed and addressed. 

The Canadian National Railways, he 
said, had established testing labora- 
tories where different types of pack- 
ages were tested and loading practices 
were investigated to ensure correct pack- 
ing and loading. 


New Contract for C.N.R. Enginemen 


The Canadian National Railways and 
the Brotherhood of Locomotive Engi- 
neers have signed a new 18-month con- 
tract in respect of enginemen on the 
western region of the system, which 
extends from Armstrong and the head 
of the Great Lakes to the Pacific. The 
new contract, the outcome of some 
weeks of collective bargaining between 
the railway and the Brotherhood, pro- 
vides for an increase of 11} per cent. 
in the basic wage rate with a slight 
modification in rules, and will extend 
from April 1 last to September, 1953. 
Approximately 1,200 men are affected. 


UNITED STATES 
New Union Pacific Freight Stock 


The 3,700 new freight vehicles now on 
order by the Union Pacific Railroad 
contain interesting features. In accord- 
ance with modern trends, 500 bogie 
wagons for ore traffic will be fitted with 
roller bearings. Of 500 bogie wagons to 
be built for the conveyance of livestock, 
400 will be double-deck, and, like a num- 
ber of stock wagons built last year, will 
have roof ends painted silver to re- 
duce the interior temperature in summer. 
Solid steel floors will be provided in 500 
new bogie ‘“ gondola ” wagons, so that 
they may be adapted at will for the car- 
riage for coal, gravel, or steel bars and 
sections. For the comfort of train staffs, 
100 new cabooses will be fitted with 
bogies similar to those on passenger 
stock. 


Union Pacific Gas Turbine Locomotives 


No. 51, first of the new series of ten 
4,500 b.h.p. gas -turbine-electric locomo- 
tives of the Alco-G.E. type on order for 
the Union Pacific Railroad, is now in ser- 
vice at Green River, Wyoming. It is 
required to work over the 8,013 ft. Sher- 
man summit. No. 50, the experimental 
single-unit locomotive of this type, 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


whose successful working on the Union 
Pacific prompted the order for No. 51, 
also operated over the Southern Pacific 
for six weeks in 1951 between Ogden, 
Utah, and Sparks, Nevada, and in Cali- 
fornia between Roseville and both Los 
Angeles and Watsonville Junction. It is 
reported to have developed a higher 
drawbar pull at speeds below 15 m.p.h. 
than a Southern Pacific front-cab oil- 
fired 4-8-8-2 of the “ AC” class, but a 
lower pull at speeds above 15 m.p.h. The 
gas-turbine-electric locomotive showed a 
higher fuel efficiency than the steam 
locomotive. 


ARGENTINA 


Increase in Suburban Fares 


From April 5 fares on suburban and 
local sections have been increased by 
from 18 to 82 per cent. These fares 
remained unchanged both in November, 
1951, and March, 1952, when main line 
fares were much increased. 

On this occasion the sectional prin- 
ciple already used has been extended, 
that is, the fares from any given station 
to all other stations up to a certain dis- 
tance are the same. This minimum 
distance now having been increased, in 
practice it turns out that passengers 
from one station to the next pay the 
same rate as those travelling five or six 
stations down the line. 

Season tickets have been increased in 
price on the same principle, and new 
season tickets in combination with the 
Buenos Aires underground system have 
been introduced; a flat rate of 24 pesos 
is added to the monthly railway fare. 
Weekly tickets for workmen have also 
been restored. 

At the same time, Buenos Aires 
Transport has also increased its rates 
as follows: trams, flat rate of 30 
centavos; buses, underground railways 
and microbuses, 40 centavos; and 
trolleybuses, 50 centavos. On some 
lengthy routes there is an extra charge 
of 20 centavos for the whole journey. 


MEXICO 
Freight Capacity 


The country’s need for immediate 
increase in freight transport capacity has 
been stressed by an official of the 
Motive Power & Machinery Division of 
the National Railways. Up to June, 1951, 
the system had a total average capacity 
of seven billion km.-tons of productive 
freight. Demands of industry, impor- 
ters and distributors show that an 
increase of at least 25 per cent. in 
capacity will be required for the current 
year. During the last half of 1951 
freight capacity was insufficient to 


handle the heavy consignments, and 
delays developed at storage points. 

To facilitate the movement of freight, 
the National Railways began a develop- 
ment programme in July, 1951, which 
will be carried out by the end of this 
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year. It includes the purchase of 128 
diesel locomotives, of which 88 have 
already been received; and of 1,600 
wagons, of which 400 are now delivered; 
and repair and return to service of 600 
wagons, of which 300 have now been 
overhauled. 


Modernisation of the Pacific Railway 


The executive council of the new 
Pacific Railway has announced that 
modernisation of the system, which was 
acquired from the Southern Pacific 
Railroad three months ago, will begin 
in 1953. 

It is estimated that from 300,000,000 
to 500,000,000 pesos (from about 
$34,722,000 to $57,870,000) will be re- 
quired for carrying out a four-year 
reconstruction programme. There is a 
reasonable certainty that a $5,000,000 
loan being requested from the Import- 
Export Bank in Washington will be 
granted and the equivalent 43,250,000 
pesos will be invested, for the most part, 
in much-needed heavy rails, and the rest 
in plant, repair yards and some rolling 
stock. 

The Department of Communications 
& Public Works has approved a pro- 
gramme which will allow urgent repairs 
to be carried out immediately. It will 
require a total outlay of 73,250,000 
pesos (about $8,477,120), although 
officials have said that modifications will 
have to be made if the entire sum is not 
at once available. 


FRANCE 


New Road Bridge at Le Bourget 


As the result of a derailment at Le 
Bourget marshalling yard in 1949, one 
support of an important road bridge 
was damaged. Improvised structures 
were first used, but in September, 1950, 
a start was made on the erection of a 
new permanent bridge. It was neces- 
sary to construct the bridge with a 135 
deg. angle of skew: it had a span ot 
374 ft., giving an arch of 353 ft. The 
total weight of the finished structure 
was 2,800 tonnes and, amongst other 
materials. its construction required 26’ 
tons of steel and 1,438 cu. yd. of con- 
crete. 


Railcars Adapted as Trailers 


A batch of Micheline pneumatic-tyre 
railcars has been out of use for seve- 
ral years on the South-Eastern Region 
because of the great expense involved in 
maintaining or replacing the obsolescent 
mechanical parts. As the coach bodies 
were in excellent condition, it was de- 
cided to adapt the vehicles as trailers 
for the modern types of railcar now in 
use. This involved cutting out the 
central portion of the body and joining 
the two end portions; reducing the over- 
hang of the driving compartment so that 
the standard light type of buffing and 
drawgear used on railcars could be 
fixed; mounting the body on suitably 
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renovated disused bogies of the Dia- 
mond type; and installing a forced cir- 
culating hot-air system similar to that 
used on the railcars with which the 
trailer would operate. 

Tests have shown that despite the 
substitution of ordinary steel wheels for 
pneumatic-tyred wheels, no discomfort 
is experienced at speeds up to 75 m.p.h. 
on good track and at speeds up to 62 
m.p.h. on track of mediocre quality. 


Fuel and Power Production 


In 1951, some 55,000,000 tonnes of 
coal were mined and approximately 
18,750,000 tonnes were imported. The 
totals compare with 47,500,000 and 
22,000,000 tonnes respectively in 1938. 
During 1951, the S.N.C.F. used in all 
6,230,000 tonnes of coal, or approxi- 
mately 8 per cent. of the total consumed 
in the country; the comparable figures 
for 1938 were 8,900,000 tonnes and 124 
per cent. 

Of approximately 37,900 million 
kWh produced in France in 1951, the 
§.N.C.F. was zesponsible for 1,428 mil- 
lion kWh, or 3°8 per cent.; on the other 
hand the S.N.C.F. consumed 1,694 mil- 
lion kWh, or 45 per cent. In 1938 the 
§.N.C.F. produced 788,000,000 kWh and 
consumed 930,000,000 kWh (3:7 per cent. 
and 4:5 per cent. respectively of the 
national totals). The S.N.C.F. produc- 
tion is entirely of hydro-electric power. 

The foregoing figures show the value 
to the national economy of the S.N.C.F. 
electrification policy. In the last de- 
cade there has been an appreciable re- 
duction in the amount of coal used, 
offset by the additional electric power 
(also diesel oil and petrol) consumed. 


Publications Received 


The Gas Welding of Aluminium. 
London: The Aluminium Development 
Association, 33, Grosvenor Street, W.1. 
8} in. x 54 in. Price 2s.—The tech- 
nique employed in the preparation of 
materials and the gas welding of alu- 
minium alloys is described in Bulletin 
No. 5 published by the Aluminium 
Development Association. The subject 
is dealt with in all its aspects and 
includes the effects of the characteristics 
of aluminium on gas welding procedure, 
thermal properties, effect of the welding 
heat, contraction, cracking and the 
weldability of alloys. Other subjects 
dealt with include fuel gases and their 
characteristics, calories and so on; com- 
position of fluxes and the effects of flux 
residues; together with types of equip- 
Ment, and composition and sizes of 
welding rods. Various data tables are 
also included. 


Railway Motive Power. By Harry 
Webster. London: Hutchinson’s Scien- 
tific & Technical Publications, Stratford 
Place, W.1. 84 in. x 54 in. x 1 in. 
311 pp. Illustrated. Price 30s.—The 
non-technical reader who seeks to 
master the technicalities of locomotive 
engineering has been well supplied with 
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The production of electric power by the 
S.N.C.F. has more than kept pace with 
the increased consumption. Much- 
needed coal has thus been released for 
general industrial purposes without re- 
duction in the amount of electric power 
available for them. 


WESTERN GERMANY 
Rhine-Ruhr Electrification 


The agreement between the Federal 
Railways and North Rhine-Westphalia 
Province on electrification of the 
Rhine-Ruhr lines (see editorial article 
in the February 22 issue) will shortly 
be concluded and the work is 
expected to be started in the near 
future. The Province has undertaken 
to put at the disposal of. the Federal 
Railways long-term credits for the pro- 
ject. 

In the first instance, electrification of 
the following sections is contem- 
plated:— 

Hamm - Dortmund - Essen/Gelsen- 
kirchen - Duisberg - Dusseldorf - 
Cologne - Remagen; 

Hamm - Wuppertal - Cologne; 

Hagen - Siegen; 

Oberhausen - Duisburg - Wedau - 
Deutz - Linz. 

The Hamm-Remagen section, 300 km. 
long, will involve an expense of about 
DM. 150,000,000. The first instalment 
of DM. 30,000,000 will soon be made 
available to the railways. The execu- 
tion of the plans is left to the Direc- 
tions of the railway districts concerned. 
Locomotives and sets will be ordered. as 
soon as the work begins. The test loco- 
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motives ordered some time ago will be 
delivered in the Summer, and experi- 
mental runs will be made on the elec- 
trified lines in South Germany. 


More Sleeping and Restaurant Cars 


Since May 18, when the summer time- 
table was introduced, the Deutsche 
Schlafwagen-und Speisewagen - Gesell- 
schaft operates sleeping cars in fifty 
night trains. Many third-class sleeping 
cars have been added. The company’s 
restaurant and kitchen cars now operate 
on 183 long-distance fast trains, ordin- 
ary fast trains and semi-fast trains daily. 


IRELAND 
Lough Swilly Railway 

The period for objections to the 
proposal to discontinue the train ser- 
vices provided by the Londonderry & 
Lough Swilly Railway has expired. It 
is understood that only one objection 
has been lodged with the Ministry of 
Commerce, and if it is not withdrawn 
the Transport Tribunal will have to 
decide the issue. 


Loan to U.T.A. 


A White Paper issued by the 
Northern Ireland Government shows 
that, up to March 31 last, loans issued 
out of the Government Loans Fund to 
the Ulster Transport Authority amount 
to £7,000,000. Principal repaid totals 
£1,623,785 6s. 2d., leaving £5,376,214 
12s. 10d. outstanding. Interest amount- 
ing to £510,442 5s. 10d. has been paid, 
including £161,571 7s. 7d. in the year 
ended March 31. 





books on this subject in recent years. 
The volume under review is an excel- 
lent and up-to-date example, which also 
has the merit of giving in compact form 
a useful outline for the more technical 
mind. As well as basic principles of 
design, the author deals with locomo- 
tive handling, giving notes on some 
famous performances, and he traces the 
development of the locomotive from 
the Rocket to the present day. Inter- 
esting features include a _ review of 
motive power developments through- 
out the world in recent years, in which 
the relative advantages of diesel- 
electric, steam and electric propulsion 
are discussed; and some brief notes on 
unusual, historic, and present-day loco- 
motives, at home and overseas. 


Cook’s Continental Timetable. Thos. 
Cook & Son Ltd., Berkeley Street, 
London, W.1. Price 7s. 6d.—The latest 
edition of Cook’s Continental Time- 
table covers the period May 18-June 15, 
with details of the summer services 
introduced on May 18, with the excep- 
tion of Spain and some Eastern Euro- 
pean countries. Summer services in 
Norway and Sweden do not operate 
until June 15. There are some useful 
innovations, among them the Paris- 
Salonika-Istanbul summary table, and a 





list of selected resorts not served 
directly by railway, with the nearest 
station and form of connecting trans- 
port shown alongside. Tables in the 
Western German section have been en- 
larged to allow for increased train 
services. The railway maps of impor- 
tant European cities are perhaps the 
least satisfactory feature of this other- 
wise admirable publication, and might 
with advantage be revised. 


Fluorescent Lamps and Fittings.——A 
range of industrial, commercial and 
decorative types of fittings for fluores- 
cent lamps is described in a new illus- 
trated broadsheet published by the 
General Electric Co. Ltd. Brief tabu- 
lated particulars are given also of 5 ft. 
and 4 ft. Osram fluorescent lamps, and 
of the chokes and capacitors required 
in the circuits. The latter are of the 
new “ brick” shape, which approaches 
the efficiency of the original cubic type 
equipment without departing seriously 
from the slim outline of the “long” 
type components which followed it. 
The new range includes a combined 
unit for instant start circuits which in- 
corporates a choke and transformer in 
one case only 8 in. long. Fittings are 
being modified in outline to accommo- 
date these new circuit components. 
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High Speed in Switzerland 


Thirty runs scheduled at over 60 
m.p.h. in the current summer timetables 


HE summer timetables of the Swiss 
Federal Railways, operative from 
May 18 to October 4, contain some 
improvements that are of considerable 
interest. One in particular introduces 
the fastest service yet scheduled in 
Switzerland. For some years past a 
connection has been provided between 
Geneva and Brigue in connection with 
the fast morning Berne-Milan and even- 
ing Milan-Berne service (via the Létsch- 
berg line). The Geneva connection has 
now been accelerated to cut the Geneva- 
Milan time to 5 hr. in each direction; 
from Geneva the departure is 6.10 
instead of 5.43 a.m., and the return 
7 p.m. from Milan reaches Geneva at 
12 midnight instead of 12.24 a.m. 

The 6.10 a.m. from Geneva must 
therefore run the 128 miles to Brigue 
in 136 min., including six intermediate 
stops at which 7 min. is spent; on the 
return, the 128 miles are run in 132 min., 
with five stops totalling 7 min. The 
* latter train is booked from Brigue to 
Sion, 33 miles, in 31 min. start-to-stop 
(63-9 m.p.h.); Sion to Montreux, 42:3 
miles, in 38 min. (66°8 m.p.h.); and 
Lausanne to Nyon, 23-9 miles, in 22 
min. (65:2 m.p.h.); in the eastbound 
direction there are bookings at 62:3 
m.p.h. from Geneva to Nyon, 59-8 
m.p.h. thence to Lausanne, 62-6 m.p.h. 
Montreux to Martigny, and 64:8 m.p.h. 
Martigny to Sion. From June 26 the 
through Geneva-Milan service will be 
extended to and from Genoa in each 
direction. 

Over the Létschberg line the corre- 
sponding trains, at 6.43 a.m. from Berne 
to Milan and 7 p.m. from Milan, 
already running through to and from 
Genoa, are being extended from June 28 
to and from Ventimiglia. Also this 
service is now being duplicated, a new 
train being run from Milan at 6.30 a.m. 
to Berne, non-stop from Brigue to Spiez 
and reaching Berne at 11.10 a.m.; return 
is at 7.24 p.m. from Berne, reaching 
Milan at 12 midnight. The latter trains 
carry through coaches in each direction 
between Berne and Rome. In the east- 
bound direction a new connecting train 


runs from Geneva at 6.17 p.m., with, 


through coaches and sleeping car for 
Rome; these return with the westbound 
services, which connects at Brigue with 
the previous 9.9 a.m. to Geneva, now 
started from Brigue at 9.30 a.m., but 
accelerated still to reach Geneva at 
12.48 p.m. 

On the Gotthard main line a third is 
added to the trains which cover the 
105-6 miles between Lucerne and Bellin- 
zona, including the climbs in both direc- 
tions to the Gotthard tunnel, without 
intermediate stop. This is the south- 
bound “ Holland-Scandinavia-Italy Ex- 
press,” now leaving Basle 27 min. 
earlier, at 9.53 a.m., and Lucerne at 
11.20 a.m.; the run to Bellinzona is com- 
pleted in 148 min. The corresponding 


northbound express has had its stops at 
Fliielen, Brunnen, and Arth-Goldau cut 
out, but still stops at Géschenen, and 
runs 37 min. later from Chiasso, leaving 
at 4.22 p.m. 

As to other international services, the 
new “ Rhine Arrow,” through between 
the Hook of Holland and Basle, is now 
due in the Swiss station at 5.19 p.m., in 
time to connect with the 5.29 p.m. to 
Lucerne and the Gotthard line (giving an 
acceleration of 2 hr. 21 min. over the pre- 
vious “ Rheingold ” service to Lucerne, 


the journey of 37-4 miles in from 34 to 
42 min. (some with one or two interme- 
diate stops), and averaging 37:2 min., or 
60:1 m.p’h. Six more of the runs, all but 
one of them new this summer, are on the 
Rhone valley main line between Mon- 
treux and Brigue, and the remaining two 
are on the Winterthur-Romanshorn sec- 
tion, where there are some fast bookings. 

The shortness of the runs calls for very 
high acceleration from the locomotives. 
Almost all the trains concerned are 
composed of the new standard light- 


SWISS RUNS AT OVER 60 M.P.H. FROM START TO STOP 
Summer, 1952 


Trains From To Distance Time | S> eed 

| 

| 
miles min | m.p.h. 
4.48 a Nyon Morges ... 16:1 14 69:0 
) a me | Sion Montreux 42:3 38 66:°8 
12,38, 13.32, 19.52...) Geneva ... Lausanne 37-4 34 66-0 
14.10, 16.00, 21.38 Lausanne Geneva ... 37°4 34 66:0 
23.28 6s. . Lausanne Nyon 23-9 22 65:2 
7.35, 20.33 Martigny «| Sion wale 16-2 15 64:8 
16.38 ... ; Frauenfeld ...| Weinfelden 10:8 10 64:8 
20,18. as Nyon .| Morges ... 16:1 15 64:4 
8.19, 19.34, 20.53 Morges ... Nyon 16-1 15 64°4 
21.48... ae Brigue Sion 33-0 31 63-9 
J ios Montreux Martigny 26:1 25 | 62°6 
CHR, IFAD xs. Geneva ... Lausanne 37°4 36 62:3 
10.00, 12.35, 23.31 Lausanne Geneva ... 37:4 36 | 62:3 
4.34, 6.10, 21.00 Geneva ... Nyon 13-5 13 62-3 
‘ rs. site Sion Martigny 16-2 16 | 60-8 
19.06 ... Geneva ... Lausanne 37-4 37 60°5 
Lausanne Geneva ... 37-4 37 60°5 
ae Winterthur Frauenfeld 10-0 10 60:0 


which is reached at 6.56 p.m.), and with 
the 5.40 p.m. to Zurich, due at 7.7 p.m. 
(2 hr. 13 min. ahead of the ‘ Rhein- 
gold” connection). It is even possible 
to reach Lugano the same evening, at 
10.40 p.m. As the fares between London 
and Switzerland by the Hook of Holland 
route are now practically the same as 
those of the direct routes across France, 
the ‘“ Rhine Arrow ” service is likely to 
prove very attractive to travellers to and 
from Switzerland. 

A narrow-gauge development of great 
interest this summer is the running of 
through coaches between Lucerne and 
Grindelwald. Westbound, these are 
attached to the 9.21 a.m. Lucerne-Inter- 
laken train of the Swiss Federal Rail- 
ways, and they are transferred at Inter- 
laken Ost to the 11.38 a.m. train of the 
Berner Oberland Railway, reaching 
Grindelwald at 12.40 p.m. In the reverse 
direction, departure from Grindelwald is 
at 3.45 p.m., and Lucerne is reached at 


‘6.49 p.m. This is the first regular through 


working on record between the two 
systems, both of which use rack-and- 
pinion propulsion on their steepest 
gradients. 

In the above table, a list is given of 
all the Swiss runs booked to be per- 
formed daily at over 60 m.p.h. from start 
to stop. Of the 30 runs tabulated, 22 are 
performed over the level and fairly 
straight stretch of track between 
Lausanne and Geneva; these two cities 
are connected daily by 23 trains making 


weight stock, and worked by the highly 
efficient Bo-Bo type locomotives of the 
“Re 4/4” or “ 400 ” series, which weigh 
no more than 56 tons apiece. The total 
mileage so scheduled amounts to no 


more than 819, but this is greater than 


any other European country can show, 
other than France, Germany, and Italy, 
and far more than in Great Britain. 








REHABILITATION AFTER FIRE AT WICKMAN 
OrFICEs.—Wickman Limited reports al- 
most complete recovery from the effects of 
the fire which destroyed the Banner Lane 
office block on March 19 this year. Emer- 
gency accommodation was arranged to re- 
house commercial staffs in alternative 
Wickman premises in Coventry, and now 
the factory at one time occupied by Hard 
Metal Tools Limited, a Wickman. subsi- 
diary, on the Fletchamstead Highway has 
been completely adapted for the use of 
Wickman administrative departments. 
Although the recent fire completely des- 
itroyed the first floor: offices at Banner 
Lane, the adjoining factory and the main 
assembly line below escaped serious 
damage so that production is now pro- 
ceeding normally. Although some delay 
in deliveries is unavoidable. these are being 
overtaken steadily. The Wimet Division 
factories were unaffected and production at 
these works has been maintained through- 
out. The Company acknowledges _ the 
forbearance of customers during a difficult 
period, and the co-operation received from 
suppliers and others in the replacement of 
duplicate records. 
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High-Capacity Tipping Wagon 


Of 182-ton carrying capacity, 


and 


used for opencast working in Germany 


NNEIY-FIVE per cent. of the brown 
coal mined in Germany is obtained 
by opencast working. To reach the 
mineral the overburden above the lig- 
nite requires to be removed. The over- 
burden over pits at present being worked 
is so considerable that, to ensure 
economic production, equipment having 
maximum capacity is necessary. 
Excavators with a capacity of 131 cu. 
yd. a min., manufactured by Luebecker 
Maschinenbau A.G., are being used, 
and with a view to providing rapid re- 
moval of the material commensurate 
with the capacity of the excavators, the 
firm of Orenstein-Koppel und Luebecker 
Maschinenbau has developed an eight- 
axle tipping wagon having a carrying 


Four-bogie vehicle used in opencast mining operations in Germany 


capacity of 182 tons. 


2 The principal 
dimensions of the 


wagon are as 


follow :— 
Gauge . 4 ft. 84 in. 
Box capacity he - 86cu.m. (112-48 cu. yd.) 
Weight, approx. ... 58 tons 
Number of axles ... 
Number of bogies . 4 
Carrying capacity ... —— 
Gross weight ine ae 2a ow 


Axleload a aa 
Length over headstocks ... 
Height from rail level 


cm 
13-77 m. (45 ft. 2 in.) 
3-8 m. (12 fe. 54 in.) 


Design Features 


The underframe comprises four 
bogies of two axles each, in two units, 
each are joined to a bridge with a 
spherical bearing, the bridge in turn 
carrying the underframe of the wholg 


truck similarly on a spherical bearing. 
This arrangement enables the wagon to 
negotiate curves with a radius of 60 m. 
(200 ft.). Such small curves are stated 
to be unavoidable in opencast working. 

The body can be tipped to one side, 
and a feature of the tipping arrange- 
ment is that, by virtue of the design of 
the mechanism, an impact is applied at 
the extreme tipping position which en- 
sures complete emptying even if the soil 
should be damp and inclined to stick to 
the sides. 

The tipping operating mechanism is 
extremely simple. Tipping of the body 
and its return is effected by hand 
through a lever or by means of com- 
pressed air, and is performed by a single 
operator. On release of the safety 
device, the box runs down towards the 
side on three points, while the side wall 
on the discharge side pivots upwards. 
A large opening is thus created, and dis- 
charge is said to be complete in a few 
seconds. In its tilted position the bottom 
of the box shows a slope of up to 
52 deg. 

The running gear is designed to allow 
for severe tilts and vertical motion. To 
permit of stopping the train in a mini- 
mum distance, compressed-air braking 
is provided, acting on 32 brake shoes, 
two on each wheel. The brake is fitted 
with a pneumatic load changing device, 
together with automatic rigging adjust- 
ment. It is understood that wagons of 
the type described are working in the 
Frimmersdorf (Lower Rhine) brown 
coal mine. 








Records of G.W.R. Safety Movement 


Presentation of historic documents to the 
Royal Society for Prevention of Accidents 


A GIFT of documents giving valuable 

historical information on how the 
Safety Movement began in Great 
Britain has been presented to the Royal 
Society for the Prevention of Accidents 
through its President, Lord Llewelin, by 
Sir Felix J. C. Pole. Recording the gift 
in its May issue, the Society’s journal, 
Safety News, says that the documents 
confirm the claim of the former Great 
Western Railway to have originated the 
movement in this country early in 1913. 
One of the gifts is a bound volume of 
articles published in the Great Western 
Railway Magazine from 1913 to 1933 
on the subject of safety. The idea of 
this series was conceived by Sir Felix 
Pole after reading an American booklet 
entitled “ Prevention of Railway Acci- 
dents,” and he forthwith commissioned 
Mr. Edward S. Hadley to write the 
articles and to devise other means of 
carrying home the propaganda. From 





that time onwards Mr. Hadley was 
responsible for all the ideas, schemes, 
competitions, and other forms of educa- 
tion in safety embodied in the articles, 
which covered a period of more than 
20 years. 

The development of the G.W.R. 
Safety Movement and its effectiveness in 
reducing the rate of accidents among the 
company’s employees were described in 
an article by Sir Felix Pole in our 
December 1, 1944, issue. There is a 
close link between the movement and 
the present Royal Society for the Pre- 
vention of Accidents. The late Sir Her- 
bert (then Mr.) Blain, at that time 
Operating Manager of the London 
General Omnibus Co. Ltd., began a 
similar movement for his own com- 
pany’s employees, using portions of the 
first G.W.R. articles. In 1916 he called 
a meeting at which the London “ Safety 
First > Council was inaugurated, and it 


was from this council that the Royal 
Society for the Prevention of Accidents 
developed. 

Among the Society’s acquisitions is a 
book, “ The Safety Movement,” written 
by Mr. Hadley in 1914 and presented by 
the G.W.R. to all its employees. The 
book was reprinted wholly or in part by 
railways all over the world. Mr. Had- 
ley also wrote a book on “ Accident 
Prevention for Permanent Way Men,” 
to gather material for which the author 
himself worked as a platelayer. 

Other items presented to the Society 
include a G.W.R. “Is it Safe” pocket 
token, a safety emblem, and a song, “A 
Friend in Need,” with words by Mr. 
Hadley, all of which are representative 
of the varied methods of propaganda by 
which from the theme for a series of 
articles there was evolved an active 
movement now established to have been 
the first of its kind in this hemisphere. 
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Reconstruction of the Viaduc de la Méditerranée, S.N.C.F. 


To widen the navigation channel, three 40-m. spans were replaced 
by a 124-m. through concrete arch with unusual provision for thrust 


ae td 18 miles south of Lyons, the 

Rhéne is spanned by a double- 
track bridge which connects the Lyons- 
Nimes and Lyons-Marseilles main lines 
of the French National Railways, run- 
ning one on either side of the river. 
This structure, the Viaduc de la Médi- 
terranée, originally built in 1856, con- 
sisted of five cast-iron arches, each of 
40-m. (131-ft.) clear span, supported by 
masonry abutments and piers. In 1924, 
the spans were strengthened with rein- 
forced concrete and steel members. In 


uninterrupted operation throughout the 
period of reconstruction; (2) construc- 
tion of a modern double-track bridge 
capable of carrying the heaviest loads; 
(3) best possible use of the existing 
foundations; (4) widening of the navi- 
gation span to at least 60 m. (197 ft.) 
and the provision of a 7-m. (23-ft.) 
headway above flood level. 

A temporary single-track bridge was 
improvised by repairing and reinforcing 
some sections of the damaged spans, 
and by substituting a military bridge 











symmetrically flanked by two approach 
spans similar to each other, constituted 
a far more satisfactory and handsome 
structure. 


Design of New Bridge 


The new bridge as built thus consists 
of a central reinforced concrete 124-m. 
(406-ft.) clear through arch span, with 
a 24-m. (79-ft.) rise, carrying the deck 
at an intermediate level; and two flank- 
ing arches of 119-ft. span similar in ap- 
pearance to each other but of slightly 





The reconstructed bridge with its 400-ft. reinforced concrete span 


1944, the three spans towards the right 
bank (spans 1, 2 and 3) were damaged 
and span 5 was destroyed; span 4 re- 
mained intact. Three of the piers were 
also damaged. 

The post-war reconstruction of this 
bridge is among the most remarkable 
of the numerous works of this nature 
which have been’ undertaken’ in 
France. A detailed description appeared 
in the May and June, 1951, issues of 
our contemporary, Travaux, by Mon- 
sieur N. Esquillan, Technical Director 
of Entreprises Boussiron, the contrac- 
tors entrusted with the work by the 
S.N.C.F. We are indebted to that 
journal for the illustrations which are 
reproduced. 

The reconstruction work was subject 
to the following conditions: (1) early 
testoration of single-line traffic and its 


for span 5. For the new permanent 
bridge, the first suggestion was to de- 
molish pier 3 and replace the two adja- 
cent spans by a single span to obtain 
the desired width of the navigation 
channel. For several reasons, this solu- 
tion was found to be neither techni- 
cally nor xsthetically satisfactory. The 
contractors therefore suggested replac- 
ing three instead of only two of the old 
spans by a single reinforced concrete 
arch of over 400 ft. span, claimed to be 
the longest span ever constructed as a 
reinforced concrete arch bridge of the 
“ through ” type. 

In preparing the estimates it was 
found that the cost of constructing such 
a span would be no greater than that of 
repairing the former span 2 and pier 2 
which would otherwise have been 
necessary. Aesthetically, a large arch, 





different structure, with two sets 
of reinforced concfete thrust beams at 
or below water level beneath them, to 
take the horizontal thrust of the main 
arch and transmit it to the abutments. 
It is mainly to this feature that the 
whole structure owes its economy and 
originality. 

The two ribs or girders of the central 
arch are spaced 10°7 m. (35 ft. 1 in.) 
apart, centre to centre, and are of box 
section of tapering dimensions. At deck 
level, however, the design of the rib is 
modified to permit of an opening 
through it 2 ft. 10 in. wide, 6 ft. 7 in. 
high, and about 16 ft. long to allow 
a cycle track for railway staff to pass 
through it. The vertical members of 
each girder also consist of reinforced 
concrete, and are spaced 17 ft. 7 -in. 
apart, centre to centre. 


pd 3 














THE RAILWAY GAZETTE 


Cycle track passing through rib of central arch 


The deck, carrying the two ballasted 
tracks and two cycle paths, has an over- 
all width of 41 ft It consists of a series 
of rectangular slabs resting on cross- 
girders space 17 ft. 7 in. apart, and one 
stringer under each rail, one under each 
cycle track and one at each extremity. 

The right bank approach span (No. 


1) consists of a new concrete two- 
hinged arch carrying a deck in which 
the former cast-iron arch has been em- 
bodied without exercising any carrying 
function. The design of the left-bank 
approach span (No. 5) presented com- 
plications, as the wrecked cast-iron arch 
happened to prop up pier 4, and could 
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not be removed until a new bridge deck 
could take over this function. It was 
therefore decided to construct, in the 
first instance, a _ three-hinged arch 
which could initially support the tem- 
porary single-track bridge, and which 
later became the deck of the new per- 
manent bridge; the latter was subse. 
quently supported by a second arch, 
below the first, with which it was even. 
tually integrated. 


Reconstruction Programme 


It is clear, therefore, that the cesign 
of the bridge involved the solution of 
interesting problems, and the execution 
of the work also constituted a major 
achievement, especially in view of the 
fact that single-line traffic had to be 
maintained throughout. It was carried 
out in seven stages: 

(1) Erection of the temporary single- 
line bridge; 

(2) Construction of the upper arch 
of span 5 and subsequent dismantling of 
the military bridge; 

(3) Erection of falsework for the 
central arch ribs. 

(4) Construction of these ribs and of 
the thrust-beams under the flanking 
spans; 

(5) Dismantling of the falsework for 
the main arch ribs, and suspension of a 
temporary deck from the arch, and 
completion of span 5 by the addition of 
the second (lower) arch. 

(6) Demolition of the central cast- 
iron arch spans and casting of the new 
permanent deck for which the shutter- 
ing was suspended from the new con- 
crete main arch ribs. 

(7) Completion of bridge and demoli- 
tion of old piers 2 and 3 in the naviga- 
tion channel. 








Tank Wagons for Oil Refinery 


A batch of tank wagons for the Manchester Oil Refinery Limited recently completed at the Motherwell works of 
Hurst, Nelson’& Co. Ltd. 
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Oil-Burning Locomotives for New Zealand 


Designed for mixed-traffic operating on 
the 3 ft. 6 in. gauge on 50-lb. rail 


eH North British Locomotive Co. 
Ltd. have recently completed 16 
4-8-2 type locomotives for the New Zea- 
land Government Railways. These loco- 
motives, designated the “Ja” class, are 
a modified version of the existing “J” 
class which were built by the company 
in 1939; the locomotives were described 
and illustrated in our March 22, 1940 
issue. The new engines are designed 
for burning oil fuel and the streamlining 
of the earlier type has been eliminated. 
They are for use on mixed-traffic work 
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tubes, 54 in. and 2 in. external dia. 
respectively. The boiler tubes and the 
internal steam pipe are made of 
Howell’s Aquacidox steel. The inner 
firebox, of all-welded construction, is of 
Colville’s Double Crown steel and is 
stayed to the roof of the round top outer 
firebox by direct steel stays, with flex- 
ible stays at the front and sides. 
Flexible waterspace stays are also 
fitted at the combustion chamber, and 
sides and back of the firebox in the 
breaking zones. A 16 element Melesco 


steam injector, two 2} in. Ross pop 
safety-valves, two sets of water gauges 
with water columns, an Ashton double- 
dial type pressure gauge and a steam 
heating valve. In addition five of the 
16 locomotives are fitted with A.C.F.I. 
blow-down equipment. 


Engine Particulars 


The main frames, 4 in. thick, are cut 
from rolled, Ducol steel slabs, and are 
adequately stayed by steel castings and 
fabricated cross-stretchers. The cylin- 
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Principal weights and dimensions of the locomotive 


of 3 ft. 6 in. gauge track, laid with 50 
Ib. rail. The maximum axleload is 114 
tons. 

Construction was under the super- 
vision of the High Commissioner for the 
Dominion of New Zealand, London, 
and Mr. Ranald J. Harvey, Consulting 
Engineer to the New Zealand Govern- 
ment. The locomotives were shipped in 
the fully erected condition to 
Wellington. 

The boiler barrel consists of two 
tings, the internal dia. of the front ring 
being 4 ft. 73 in. and that of the rear 
4 ft. 9 in. The distance between the 
tubeplates is 17 ft. 6 in. and there are 
16 superheater flue tubes and 100 small 


superheater is fitted and the regulator 
valve, which is situated in the dome, is 
of the New Zealand Railways’ standard 
pattern. 

The boiler, firebox and cylinders are 
lagged by means of asbestos { in. thick, 
sprayed on the insides of the clothing 
sheets and covered with aluminium foil. 
The firepan, of welded construction, is 
equipped with a double outlet burner at 
the front and a damper door at the 
bottom and is completely lined with fire 
brick. 

General 


steam fittings include a 


‘Davies & Metcalfe No. 84 class K. 


Sellars pattern live-steam injector, a No. 
9 Davies & Metcalfe Class HJ exhaust 


ders, each of which is integral with the 
half smokebox saddle, are steel castings 
and the barrels and steam chests are 
fitted with renewable cast-iron liners. 
Lubrication is provided by means of a 
Wakefield Double Seven type mechan- 
ical lubricator. 


Valves and Motion 


The piston valves, of 94 in. dia. are 
operated by Baker valve gear which is 
controlled by Ragonnet type com- 
pressed-air reverse gear. The valve 
motion pins are fitted with needle roller- 
bearings. Crossheads are of the Laird 
type. The connecting rods, coupling 
rods and crank pins are forged from 
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manganese molybdenum ssteel, and 
Skefko roller-bearings are fitted to the 
connecting and coupling rods at the 
driving crank pins. 

All axleboxes throughout the engine 
and tender are fitted with Skefko roller- 
bearings, the coupled being of the 
cannon type. The engine bogie and 
tender bogie wheels, axles and axleboxes 
are identical and interchangeable. The 
coupled axles are manufactured from 
manganese molybdenum steel. Lam- 
inated bearing springs of the overhung 
type are fitted throughout and com- 
pensation is arranged between the lead- 
ing and coupled wheels and the hind 
truck wheels. 

Westinghouse brake equipment is pro- 
vided for engine and tender and actuates 
brake blocks on all coupled and tender 
wheels. 

Fittings include a 7-in. 80 cross- 
compound § air-compressor, a No. 
8D governor, an A6.P.L. driver’s brake 
valve and three A.F. type brake cylin- 
ders, two of which are fitted on the 
engine and one on the tender. The air- 
compressor is lubricated by means of a 
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British Detroit single-feed Bulls’ eye 
sight feed lubricator. 

A large sandbox is situated on top of 
the boiler and delivery of sand to the 
front of leading and intermediate wheels 
is controlled by compressed-air. Stone’s 
electric lighting equipment is provided 
and includes type T.G.1 turbo-generator, 
front and rear headlights, cab lights, 
bunker and instrument lamps. 

The locomotive is fitted with a Smith 
electric speed-indicator, mounted on a 
resilient mounting on the cab front; the 
generator is attached to the right-hand 
trailing truck axlebox. 


Tender Design 


The tender is of the double four- 
wheeled bogie type and carries 4,000 
gals. of water and 1,400 gals. of oil fuel. 
The Vanderbilt type water-tank and the 
oil tank are of welded construction with 
internal stays bolted in position. Longi- 
tudinal and cross channels are welded 
together to form the underframe with 
front dragbox of cast steel and hind 
dragbox of fabricated construction. 

The bogies are of the plate frame type 
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with laminated bearing springs carried 
on spring beams to the axleboxes. The 
drawgear at the front of the engine and 
the rear of the tender is of Janney yoke 
type fitted with Spencer Moulton rubber 
springs. 

The following are the 
ticulars : — 

Cylinders, dia. and stroke ... 

Coupled wheels, dia. 

Engine bogie wheels, dia. ... 

Engine truck wheels, dia. ... 

Engine coupled wheelbase ... 

Engine total wheelbase 


Heating surface— 
Large tubes 
Small tubes 
Firebox 
Total 


Superheater ... 
ota 


main par- 
18 in. 
4 fe. 
2 fe. 
2 fe. 9 is 
. 14 ft. 3 in. 
- 33 fe. ly in. 


26 in. 


eee 403-2 sq. fe. 

- 916-3 sa. fe. 

wee 149-5 so. fe, 
«+. 1,469 sq. fc. 
+» 283 sq. ft. 
.. 1,752 sq. ft. 
39 sq. fe. 


Grate area - 
- 200 Ib. per sq. 
in. 


Working pressure ... 


Tender— 
Tank capacity 
Fuel (oil) ae 
Bogie wheels, dia. ... on 
Total wheelbase ee nad om 
Engine and tender, total wheelbase 
Weight in working order— 
Engine... ose il 
Tender one one 
Engine and tender, total 


. 4,000 gal. 
1,400 gai 

2 ft. 64 in. 
15 fe. 104 in. 
58 fe. 


69 tons 5 cwt, 
42 tons | cwt, 
III tons 6 cw 








New G.N.R.(I.) Bread Container Wagons 


Improved transport of bakery products 


from Belfast 


HE Great Northern Railway (lIre- 

land) has introduced a new type of 
wagon for carrying bread containers 
from Belfast to provincial towns in 
Northern Ireland. During the past few 
years many bakeries in Belfast and 
Londonderry have discontinued the 
older practice of sending bread in 


to provincial 


wicker hampers because the use of con- 
tainers ensures that bread. cakes, and 
pastries arrive in perfect condition for 
distribution. 

More than 200 containers are now in 
use on the Northern Ireland section of 
the G.N.R.(I.). Each carries about 35 
cwt. net weight of bread. The standard 


h 


MCC MB 


towns 


carrier wagon carries only two con- 
tainers, which are secured by specially 
designed locating brackets. The new 
wagon has vacuum brake equipment 
and is intended for use between Belfast 
and the larger depots, to which six or 
more containers are forwarded every 
night. 
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Bogie wagon introduced by the Great Northern Railway (Ireland) for the conveyance of bread in containers from Belfast 


to provincial towns in Northern Ireland 
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Automatic Coupler Equipment 


Western 


Australian 


Government 


Railways standardisation of drawgear 


HE Western Australian Government 
Railways recently decided to stan- 
dardise the couplers of their locomo- 
tives, carriages and wagons, and the 
A.B.C. Coupler & Engineering Co. Ltd. 
was asked to co-operate in the design of 
suitable new equipment. It was required 
that the new equipment should couple 
automatically with existing couplers 
without the use of adaptors or other 
temporary expedients during the transi- 
tional period; be adequate for a draw- 


bar pull of 54,000 lb.; and permit a 
train consisting of any combination of 
mixed, new and existing units of rolling 
stock to negotiate all curves and general 
track conditions. 

It was also necessary for the design 
of the new drawgear to provide for 
normal operation at 3 in. difference in 
headstock levels; enable vehicles to be 
reversed; make provision for the tight 
coupling of locomotives, carriages and 
wagons; and also allow for the inclusion 








Coupler heads of adjacent vehicles (carriages) 


tight coupled 


Coupler head of an existing carriage semi-tight coupled 


to a new carriage 


Coupler equipment complete with draft gear and underframe parts. 


Couplers of adjacent wagons loose coupled. 


of rubber or steel springs as may be 
specified. The existing couplers are of 
the solid shank Norwegian type, and it 
was not possible to redesign them to 
provide for the necessary requirements 
as laid down by the railway administra- 
tion. As a result, the A.B.C. Coupler 
& Engineering Co. Ltd. evolved an 
automatic coupler known as_ type 
“'N.C.D.A.,” the design of which will 
meet all the required conditions of ser- 
(Continued on page 634) 





Screw 


tightening gear is omitted from wagon couplers 


Coupler heads of existing and new wagon stock shown 


loose coupled 


The draft gear on one coupler is fitted with a 


rubber spring, the other with a steel spring 





THE RAILWAY GAZETTE 


June 6, 1952 


Operating the Saudi Arabian Railway 


Creditable schedules involving extensive use of air-conditioned railcars 


HE Saudi Arabian Government 

"Railway, on which an article 
appeared in our April 20, 1951, issue, 
has been fully operating for some seven 
months since its opening throughout 
between Dammam, on the Persian Gulf, 
= Riyadh, the capital, on October 20 
ast. 

The third timetable since the 
opening has been issued and the 
schedules for the line, which has radio- 
controlled signalling, compare favour- 
ably with those on the railways of 
Western countries, They were drawn 
up by the nucleus of Americans em- 
ployed by the line—Messrs. J. H. Gildea, 
General Manager; M. M. Shappell, 
Assistant Manager; R. W. Mudd, Train- 
master; and F. R. Hansen, Chief Dis- 
patcher—in consultation with Govern- 
ment representatives and Israeli, Italian 
and Arab staff. Considering that few of 
the employees have ever seen a railway 
until recently, and the problems of 
constantly shifting sand, fierce heat and 
bitter cold on the high plateau, it says 
much that train delays exceeding five 
minutes are required to be explained in 
writing. 

There is now a daily mixed train 
between Dammam and Riyadh and vice 
versa which often loads to 1,000 tons. 
It leaves Damman at 7.10 a.m., makes 
19 stops and is due at Riyadh at 
8.54 p.m. In the reverse direction, it 
departs at 7.30 a.m. and_ reaches 
Dammam at 8.27 p.m., making the same 
number of stops and crossing the West- 
bound train on a passing loop near Ain 
Haradh called Siding 6, where crews are 
exchanged. There is a special bunk- 
house for relief crews at this spot. For 
the 350 miles these trains average 25-5 
and 27 m.p.h. respectively, including 
stops. 


Railcar Services 


Three times a week, self-propelled 
Budd railcars make fast runs from 
Dhahran to Riyadh, taking 10 hr. for 
some 334 miles, with six intermediate 
stops. Another Budd car runs daily on 
a semi-fast service over the 90 miles 
between Dhahran and Hofuf and back. 
These air-conditioned railcars, which 
cost $200,000 each, are now worked by 
Saudi Arab staff. 

The Dammam - Dhahran suburban 


Automatic Coupler Equipment 
(Concluded from page 633) 


vice, being capable of coupling auto- 
matically to the Norwegian coupler 
when fitted to new rolling stock. 

The new coupler is built from a 
single, common set of components; 
whether for locomotives, carriages, or 
wagons; in the case of wagons the screw 
tightening gear is usually omitted. Each 
coupler head is identical and by the 


service now consists of six trains each 
way daily, excluding Friday (the Muslim 
Sunday). Five of them run the full 
seven miles on to Dammam Pier. Only 
one other regular train carries passen- 
gers. This is the 8.10 am. from 
Dammam to Al Kharj on Mondays, 
Thursdays, and Saturdays, which re- 


Budd railcar about to leave Dhahran for Hofuf, Saudi Arabian R 


turns at 10.25 a.m. on Sundays, Tues- 
days, and Fridays, taking 114 hr. and 
94 hr. respectively. The more heavily 
loaded westbound trains take priority 
over others of the same class travelling 
towards the coast. 

At present, only freight trains run 
throughout the night on twice-weekly 
schedules, but during the hottest three 
months, other services may be operated 
at night as last year to avoid overheat- 
ing of locomotives and general discom- 
fort. Another interesting train shown 


in the working timetable is the | hurs. 
days only “ payroll” local which runs 
from Abgaiq to Hofuf with the wages 
for the workers on the agricultural 
project. 

Passenger and freight business on the 
line has expanded beyond the most 
optimistic expectations. In the first 


ae oe 


ilway 


three months of this year, over 75,000 
passengers were carried, although only 
50,000 a year were originally expected. 
The sand control work in the Dahanas 
has been most successful, saving 
$100,000 on the first estimates by the 
use of more efficient oil-spraying wagons 
and sand ploughs pushed in front of 
the larger diesel locomotives. Radio- 
telephonic communication between 
trains in motion has proved most satis- 
factory, and has contributed largely to 
the excellent timekeeping. 





interpolation of a single pin, can be con- 
verted into a hook coupler head or a 
yoke coupler head. The drawgear is 
designed on the double-acting principle, 
and caters for minimum and maximum 
differences of headstock height as well 
as track variations; steel or rubber 
springs can be incorporated or 
substituted. 

The “N.C.D.A.” coupler combines 
the best features of the numerous 
types of A.B.C. couplers used in various 


parts of the world over a period of 
many years. s 








RAILWAY INQUIRY SERVICE FOR CAMPERS.— 
As last year, the London Midland Region 
is sending a mobile inquiry bureau on a 
tour of all the “ off the beaten track ” camp- 
ing sites in North Wales. The bureau began 
its tour on May 26 and will visit the 
various camps regularly week by week to 
give full information about cheap ail 
facilities of all descriptions, answer 
inquiries and issue railway tickets. 
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RAILWAY NEWS SECTION 


PERSONAL 


M. Louis Devillers has become General 
Manager, Paris Transport Authority, in 
succession to M. Charles Legrand, who has 
retired; M. Legrand has been appointed 
Honorary General Manager. 


Mr. J. R. Farquharson, C.B.E., B.Sc., 
Chief Engineer & Deputy General 
Manager, East African Railways & 


Kenya & Uganda Railways & Harbours 
and the Tanganyika Railways & Port 
Services were amalgamated to form the 
East African Railways & Harbours, of 
which he at first became Acting Deputy 
General Manager, and in 1949 became 
Chief Engineer & Deputy Manager. Mr. 
Farquharson was awarded the O.B.E. in 
1944 and the C.B.E. in 1948. He goes to 
the Sudan in October to relieve the 
present General Manager, Mr. R. J. 


Photo] 


Mr. J. R. Farquharson 


Appointed General Manager of the 


Sudan Railways 


Harbours, who, as recorded in our April 25 
issue, has been appointed General 
Manager of the Sudan Railways, attended 
the Royal Technical College, Glasgow, 
graduated B.Sc. at Glasgow University and 
obtained the diploma of the Royal 
Technical College in 1923. From then 
until 1925 he was Junior Assistant Engineer 
in the Western District, Lowland Division, 
Glasgow, L.M.S.R. In October, 1925, he 
was appointed Assistant Engineer, Kenya 
& Uganda Railways, and later became 
Senior Assistant Engineer. In May, 1937, 
Mr. Farquharson was appointed Personal 
Assistant to General Manager, Tanganyika 
Government Railways, and in June, 1941, 
Chief Engineer. From June, 1941, to 
August, 1942, on a part-time, and from 
August, 1942, to November, 1945, on a 
full-time basis, he was seconded for 
work in the operation of wartime 
controls in Tanganyika. In December. 
1945. he was made General Manager of 
the Tanganyika Government Railways. 
From May 1, 1948, the undertakings of the 


Hillard, who leaves the Sudan on retire- 
ment in November. 


Sir Wilfrid G. Eady has been appointed 
a Director of the Steel Co. of Wales Ltd. 


CANADIAN PACIFIC RAILWAY 

The Canadian Pacific Railway has 
announced the following appointments :— 

Mr. Ian Warren, Passenger Traffic 
Manager for the company at Montreal, to 
be General Passenger Traffic Manager for 
the system. 

Mr. George E. Carter, Assistant Pas- 
senger Traffic Manager for the Eastern 
Region, to be Passenger Traffic Manager 
for the Railway at Montreal. 

Mr. H. A. Lee, General Passenger Agent 
in Montreal, to be Passenger Traffic 
Manager for the Railway, with office in 
Winnipeg. Mr. Lee also succeeds Mr. 
N. R. DesBrisay, who has retired as 
Assistant Passenger Traffic Manager in 
Winnipeg, and has jurisdiction over both 
the Prairie and Pacific Regions. 


Sir David R. Pye, C.B., M.A., F.R.S., 
M.I.Mech.E., who, as recorded in our May 
2 issue, has been elected President of the 
Institution of Mechanical Engineers for 
1952-53, was Provost of University College, 
London, between 1943-51. He was educated 
at Tonbridge School and at Trinity Col- 
lege, Cambridge. After taking his degree 
at Cambridge with first class honours in 
engineering, and doing a period of research 
with Professor Bertram Hopkinson, he went 


[Bassano 


Sir David R. Pye 


Elected President, Institution of Mechanical Engineers, 
for 1952-53 


to the Salford Works of Mather & Platt 
Limited and subsequently received his first 
appointment as Assistant of the newly- 
established Professor of Engineering 
Science at the University of Oxford. In 
1911 he was elected a Fellow of New Col- 
lege, Oxford. During the 1914-18 war he 
held a commission in the Royal Flying 
Corps and Royal Air Force. On demobi- 
lisation in 1919 he returned to his post at 
Oxford, but during the summer of that 
year was invited to return to Cambridge 
as a Fellow and Lecturer at Trinity Col- 
lege. During the following six years, 
apart from teaching duties in Cambridge, 
he was engaged on a research programme 
en the combustion of volatile fuels in co- 
operation with the firm now known as 
Ricardo & Co. Engineers (1927) Ltd., and 
Sir Henry Tizard. When in 1925 a Direc- 
torate of Scientific Research was initiated 
at the Air Ministry, he was invited to 
leave Cambridge to become the Deputy 
Director under Mr. Wimperis, whom he 
succeeded as Director of Scientific Re- 
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Mr. D. K. Hopkins 


Deputy General Manager, Bengal Nagpur 
Railway, India, 1950-52 


search in 1937. In 1943 Dr. Pye was per- 
mitted by the Air Council to resign his post 
as Director of Scientific Research to accept 


that of Provost of University College, 
London. He retired in 1951 and was made 
a Knight Bachelor in the New Year's 


Honours List, this year. Sir David Pye 
is the author of technical and non-techni- 
cal books and of many scientific papers. He 
has been a full Member of the Institution 
of Mechanical Engineers since 1934. has 
served as a Member of Council since 1943 
and as a Vice-President since 1947. He is 
a Fellow of the Royal Society and of the 
Royal Aeronautical Society. 


Mr. D. K. Hopkins, Deputy General 
Manager, Bengal Nagpur Railway, India, 
who, as recorded in our May 16 issue, has 
proceeded on leave preparatory to retire- 
ment, was born in 1904 and joined the 
Bengal Nagpur Railway as an Assistant 
Engineer in 1925. He was promoted Dis- 
trict Engineer in 1945 and Deputy Chief 
Engineer in 1948; in 1950 he was posted 
as Deputy General Manager and was con- 
firmed in that capacity in 1951. Mr. 
Hopkins worked on surveys for the years 
1927-29, and again from the end of 1945 
to early 1948. Between 1929-31 he was 
with the Stores Department, in connection 
with the large track relaying programme 
then being undertaken. He joined the 
Corps of Indian Engineers in 1942 and for 
some time before his recall acted as Addi- 
tional District Engineer, Ceylon Govern- 
ment Railway. On his return to the Bengal 
Nagpur Railway Mr. Hopkins was posted 
to the Defence of Indian Corps, with the 
rank of Major. 


Mr. W. Elsom, Comptroller of Refresh- 
ments Branch, New Zealand Government 
Railways, who, as recorded in our May 30 
issue, has retired, joined the railways in 
1912 as a clerical cadet at Christchurch, 
and entered the Department’s refreshment 
service six years later. In 1930, after three 
years as Accounts Clerk, he became Senior 
Clerk and in 1932 was promoted to Chief 
Clerk. For a period of seven months 
during the early stages of the second world 
war he acted as Comptroller of the Re- 
freshment Branch. an appointment which 
was confirmed in April, 1940. 
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Mr. P. W. Gasson 


APpointed Comptroller of Refreshment Branch, 
New Zealand Government Railways 


Mr. P. W. Gasson, Assistant Comptroller 
of Refreshment Branch, New Zealand 
Government Railways, who, as recorded in 
our May 30 issue, has been appointed 
Comptroller of Refreshment Branch, en- 
tered the Railways Department in 1915 as 
a clerica] cadet at Wellington. In 1922, 
after experience at stations in the Waira- 
rapa District, he was transferred to the 
Refreshment Branch and during the ensu- 
ing eighteen years was stationed at both 
Auckland and Wellington. He was pro- 
moted to District Supervisor at Wellington 
in 1940, and in 1946 received his appoint- 
ment to Assistant Comptroller of the Re- 
freshment Branch. 


Mr. F. E. Bailey, Assistant (Overseas & 
Continental) to Commercial Superinten- 
dent, London Midland Region, has been 
appointed Chief Assistant to Commercial 
Superintendent (Freight). 


Mr. Stanley J. Payne, who has been con- 
nected with the Argentine railways for over 
40 years, is resigning from the Argentine 
Government Ministry of Transport Pur- 
chasing Commission in London, and will 
shortly be taking up another appointment 
in the city. 


Mr. P. A. Taylor. Superintendent of 
Road Services, New Zealand Government 
Railways, who, as recorded in our May 30 
issue, has retired, entered the Railways 
Department in 1912 as a clerical cadet at 
Christchurch and had considerable experi- 
ence at stations in the Canterbury District, 
and in the District Traffic Manager’s Office 
at Christchurch, before becoming Manager 
of Railway Road Services based at Hoki- 
tika. He remained at Hokitika from 1936 
until 1940, when he was transferred to the 
position of Bus Manager at Christchurch. 
In 1944 he became Manager of Wellington 
District Road Services, and two years later 
received promotion to Assistant Superin- 
tendent of Road Services. In 1948 he was 
tppointed Superintendent of Road Ser- 
vices. During the first world war, Mr. 
Taylor was a member of the railway con- 
tingent which sailed for Samoa with the 
New Zealand occupation force, and he later 
served three years with the New Zealand 
Expeditionary Force. 
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Mr. R. V. Fredric 


Appointed Superintendent of Road Services, 
New Zealand Government Railways 


Mr. R. V. Fredric, Manager of Road 
Services, Wellington District, New Zealand 
Government Railways, who, as recorded 
in our May 30 issue, has been appointed 
Superintendent of Road Services, began his 
railway career as a cadet at Winchester, 
South Island, in 1916. He later served at 
various South Island stations, mainly in 
the Canterbury-West Coast areas, and also 
had several years’ experience in the District 
Traffic Manager’s Office at Christchurch. 
In 1936 he entered the Road Services 
Branch as Bus Clerk at Hokitika, and by 
1943 had become Manager of Road Ser- 
vices in that area. In 1944 he transferred 
to Canterbury as Manager of Christchurch 
District Road Services, and four years 
later was promoted to Manager of Road 
Services in the Wellington District. 


Mr. R. Watkins, Assistant Superinten- 
dent of Road Services, New Zealand 
Government Railways, who, as recorded in 
our May 30 issue, has retired, joined the 
railways in 1912 a a clerical cadet at Christ- 
church, and was stationed at a number of 
offices in the Canterbury, Hawkes Bay, 
Wairarapa and Wellington Districts before 
entering the forces in 1917. On resuming 
duty in 1919 he was stationed at Thorndon 
and Napier, and in 1920 returned to Can- 
terbury. He became Stationmaster at Cust 
in 1924, and in 1936 was transferred to 
Invercargill as Business Agent. In 1940 Mr. 
Watkins entered the Department's road 
services as Bus Manager at Dunedin, and 
six years later was promoted to Manager 
of Wellington District Road Services. Mr. 
Watkins received his appointment as 
Assistant Superitendent of Road Services 
in 1948 


Mr. C. F. Berridge, Assistant Divisional 
Transport Officer, East Midlands Division. 
National Coal Board, has been appointe 
Divisional Transport Officer, East Mid 
lands Division. Mr. Berridge, who is 36, 
became a traffic apprentice with the 
L.N.E.R. in 1934. During the recent war 
he served with Movement Control, both 
in the field and at the War Office, and 
attained the rank of Lt.-Colonel. He re- 
turned to the L.N.E.R., firstly, as Head 
of the Statistics Section of the Chief 
General Manager’s Office, and, later, as 
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Assistant to the Cartage Manager, North 
Eastern Region. Mr. Berridge was 
appointed Assistant Divisional Transport 
Officer, East Midlands Division, National 
Coal Board, in 1950. 


The Queen has approved the appoint- 
ments of Brigadier H. R. Mackeson as 
Secretary for Overseas Trade, and Mr. 
H. A. Watkinson as Parliamentary Secre- 
tary, Ministry of Labour & National 
Service. Sir Peter Bennett has resigned 
the office of Parliamentary Secretary, 
Ministry of Labour & National Service 
for reasons of health, and will continue 
to give the Minister the benefit of his 
advice on industrial matters. 


Mr. T. L. C. Strange, at present Traffic 
Manager of the Western Welsh Omnibus 
Co. Ltd., has been appointed General 
Manager of Rhondda Transport Co. Ltd. 


Mr. Walter Symes has resigned from the 
board of Metropolitan-Vickers Electrical 
Co. Ltd., and from the position of Works 
Manager at Trafford Park Works, to take 
up the appointment of Manufacturing 
Consultant, Associated Electrical Industries 
Limited. He will be available to all A-E.I. 
Group companies to advise on general 
manufacturing problems. Mr. Arthur C. 
Main, Assistant Works Manager, Metro- 
politan-Vickers Trafford Park Works, has 
been appointed Works Manager in suc- 
cession to Mr. Symes and has been elected 
a Director of the Metropolitan-Vickers 
Electrical Co. Ltd. 


SOUTHERN RAILWAY, INDIA 


Reference to the appointment of Mr. 
K. R. Ramanujam as General Manager, 
and Mr. S. R. Sarma as Chief Operating 
Superintendent, Southern Railway, India 
has already been made in our columns. 
The following further appointments have 
since been announced :— 

Mr. T. A. Joseph to be Deputy General 
Manager (General). 

Mr. N. Kamalakara Rao to be Deputy 
General Manager (Establishment). 

Mr. R. Jagannathan to be Personnel 
Officer. 

Mr. K. L. Crawford to be Chief Commer- 
cial Superintendent. 

Mr. A. R. Rao to be Deputy Chief Com- 
mercial Superintendent. 

Mr. A. E. D. Vieyra to be Deputy Chief 
Operating Superintendent. 

Mr. M. S. Murty to be Superintendent, 
Maintenance & Power. 

‘Mr. A. J. Baker to be Chief Mechanical 
Engineer. 

Mr. D. J. Batliwalla to be Deputy Chief 
Mechanical Engineer (Workshops). 

Mr. G. K. Ambady to be Chief Electrical 
Engineer. 

Mr. S. L. Narayana Iyer to be Deputy 
Chief Electrical Engineer. 

Mr. R. Ramaswamy lyer to be Financial 
Adviser & Chief Accounts Officer. 


Mr. M. V. Seshadri to be Deputy 
Financial Adviser & Chief Accounts 
Officer. 


Mr. J. W. Restrick to be Chief Engineer. 

Mr. V. Jagannath to be Deputy Chief 
Engineer. 

Mr. E. La. V. Parisot to be Controller 
of Stores. 

Mr. C. D. Ellicott to be Deputy Con- 
troller of Stores. 

Mr. C. A. White to be Chief Signal & 
Telecommunication Engineer. 

Mr. S. Sen to be Deputy Chief Signal & 
Telecommunication Engineer. 

Dr. E. Somasekar to be Chief Medical 
Officer. : 

Mr. R. Gopalakrishnan to be Public 
Relations Officer. 
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The Queen’s Birthday Honours List 


The following is a first selection of 
honours of transport and industrial interest 
from the Queen’s Birthday list: — 


Baronet 
Mr. Geoffrey Summers, C.B.E., J.P., 
D.L., for political and public services in 
Wales. He is a Director of John Summers 
& Sons Ltd. 


Knights Bachelor 


Mr. Leslie Roberts, C.B.E., Chairman & 
Managing Director, Manchester Ship Canal 
Company. 

Mr. Geoffrey Herbert Savage, Chairman, 
Central Conference of Employers & Trade 
Unions in the Engineering Industry. 


K.C.V.O. 
Mr. Victor Michael Barrington-Ward, 
C.B.E., D.S.O., Member of the Railway 
Executive. 


K.B.E. 


Sir Harry Finlayson Methven, Chairman, 
National Service Hostels Corporation. He 
is Chairman of the Hotels Executive, British 
Transport Commission, and a Director, 
Dorchester Hotel Limited. 


C.B.E. 
Mr. John Cumberland Landale Train, 
M.C., Member, Railway Executive. 
Mr. William Campbell Wilson, Deputy 
Director of Finance, Ministry of Transport. 


M.B.E. 

Mrs. Cicely Elizabeth Hughes, for services 
to the injured after the railway accident 
near Weedon, Northamptonshire, Septem- 
ber 21, 1951. 

Mr. Richard G. Odell, Queen’s Barge- 
man, who inaugurated the Thames Wafer 
Bus Service between Greenwich, Charing 
Cross and Putney in 1948. 


We regret to record the death on May 31, 
at the age of 59, of Mr. G. S. Bellamy, 
Mechanical & Electrical Engineer, Scottish 
Region, British Railways. 


We regret to record the death on May 29, 
at the age of 81, of Dr. F. W. Carter, M.A., 
Sc.D., F.R.S., M.LC.E., M.LE.E., who be- 
fore his retirement in December, 1946, was 
for many years Consulting Engineer with 
the British Thomson-Houston Co. Ltd. 


ARGENTINE MINISTRY OF TRANSPORT 

Following the decree by which all State- 
owned transport in Argentina, has been 
absorbed by a new body known at E.N.T.- 
Empresas Nacionales de  Transporte 
(Argentine National Transport Corpora- 
tion}—a board has been set up with the 
Minister of Transport as President. The 
other five members of the board of E.N.T. 
are: Dr. Miguel Revestido; Mr. G. A. 
Rossi; Mr. Van Leyden, of the Argentine 
Airlines; and the Minister of Transport’s 
two principal assistants. Concurrently, the 
following appointments to the position of 
Administrator have been made:— 

Dr. Miguel Revestido, General 
Railway. ; 

Mr. O. S. Vivas, D.F. Sarmiento Railway. 

Mr. Francisco Lowry, General San 
Martin Railway. : 

Mr. F. A. Cerrajeria, General Urquiza 
Railway. 

Mr. Isidoro Gonzalez, 
Railway. 

Mr. C. L. Tassier, Patagonian Railway. 

Mr. A. N. Sangenis, General Belgrano 
Railway (acting). , 
Mr. C. A. Rossi, Buenos Aires Transport. 


Reca 


General Mitre 
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Automatic Lifts on the 
Paris Metro 


Although at most stations the Paris 
Metro is near enough to the surface to 
make passenger lifts unnecessary, they are 
provided at a few where the depth 
warrants. Until now these lifts have been 
manually operated at an annual-cost for 
each lift of approximately £2,000. 

At Place St. Michel Station it became 
necessary to extend the platforms by 98 ft. 
to 360 ft., to accommodate the longest 
trains in service. It was decided at the 
same time to modernise the lift equipment. 
At the end of April, it was hoped to bring 
into use two automatically-operated lifts 
serving the up and down platforms. The 
movements are synchronised with the 
arrival and departure of trains. Each lift 
will have an operating speed of nearly 
5 ft. per sec. compared with 2 ft. 7 in. 
per sec. of the present lifts. 

Each lift will, in the usual way, be auto- 


~ matically set in motion in the downward 


direction by a pedal switch operated by 
an incoming train 40 sec, before its arrival 
at the platform. A minimum of 15 sec. 
must elapse between the arrival of the lift 
at the top and the commencement of the 
next descent; the apparatus is so designed 
that the movement of a switch giving a 
smaller interval than this will not cause 
the lift to start. Another switch, operated 
immediately by trains on leaving the 
station, and will cause the lift to descend 
only when the switch operated by the in- 
coming train has been rendered ineffec- 
tive. A third pedal switch, operated by 
departing trains 40 sec. after leaving the 
station, causes the lift to begin to ascend. 

The distance between the platform and 
street levels is 26 ft. Including time for 
the operation of the lift gates at top and 
bottom, 20 sec. are allowed for move- 
ment in each direction. At least 20 sec. 
are allowed for passengers leaving the lift 
at the platform level, 15 sec. is the 
scheduled stopping time of trains, and 40 
sec. are required for passengers to move 
from the platform into the lift. With the 
allowance of 15 sec. at the upper level, 
there is a minimum turnround time of 
2 min. 10 sec., and the service interval must 
not be less than this if all trains are to be 
served. Outside the peak hours a syn- 
chronised service is possible, but train and 
lift movements will not be fully syn- 
chronised during peak hours. 

The method of working the lift and the 
periods allowed are designed to minimise 
the risk of accidents. Thus passengers 
descending by lift will be prevented from 
arriving at the platform level less than 
35 sec. before the departure of a train. 
Provision is made for the manual cpera- 
tion of the lift if necessary, and there is 
an alarm signal in the lift which can be 
sounded if it becomes stuck between the 
platform and street levels. 


LEYLAND Morors Limitep.—In the report 
for the year ended September 30, 1951, a 
net profit is shown of £819,662, as against 
£715,879 in the previous year. With the 
addition of undivided profits brought for- 
ward from the last accounts, the balance 
available is £1,272,571. Dividend on the 
6 per cent. and 7} per cent. cumulative 
preference stock for the year to December 
31, 1951, will take £37,940; and £189,733 
has been paid as a dividend of 5s. per £1 
ordinary stock unit. It is proposed to trans- 
fer £500,000 to general reserve. leaving 
£544,898 unappropriated profits to be 
carried forward, as against £452,909 in the 
preceding year. 
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Indian State Railways Dinner 


Mr. Badhwar on 


the New Zonal 


Administration of the Indian Railways 


Th annual reunion and dinner of the 
Indian State Railways (India and Pakistan) 
was held at the Rembrandt Hotel, London, 
S.W.7, on Monday, May 26. In the 
absence in Kenya of Sir Leonard Wilson, 
the chair was taken by Colonel R. B. 
Emerson, R.E. (retired), C.LE., O.B.E., a 
one-time Chief Commissioner of Railways 
in India. 

The following were present :— 


Bengal & Assam and Oudh Tirhut Railways : 
Messrs. R. W. Allum, B. J. Anderson, J. H. 
Bavin, N. D. Calder, D. Cardew, S. C. Chattertee, 
H. D. Creedy, J. V. Elson, C. H. Griffiths, 
P. L. J. Hands, J. Hannah, G. T. Hart, Colonel 
Sir Gordon Hearne, Messrs. H. E. Hypher, H. 
A. Joscelyne, H. A. Langley, K. E. Leaver, 
F. E. Musgrave, J. N. E. Nagle, D. H. Nailer, 
H. A. Outhwaite, L. V. Pont, H. M. Read, 
G. A. Rowlerson, F. E. Sheppard, B. G. Smith, 
F. A. Smith, C. G. Stuart, H. A. Summers, 
G. F. D. Windle. 

Bombay, Baroda & Central India Railway : 
Messrs. E. C. Armitage, J. S. Bearcroft, A. A. 
Brown, R. W. F. Butterfield, P. S. Clarke, 
C. G. Cotesworth, H. R. Eveleigh, P. O. Fox, 
W. S. Fraser, R. A. B. Gravestone, R. K. Innes, 
G. de P. Leeper, K. T. Lomas, W. R. Maunder, 
B. H. Mayes, P. D. Mitton, G. D. Moore, 
W. J. A. Moore, W. R. S. Morley, Lt.-Colonel 
F. Moseley, Messrs. W. E. Napper, D. A. 
Phillips, A. B. Rogers, G. T. Simpson, A. W. C. 
Villiers. 

Bengal-Nagpur Railway: Messrs. A. C. 
Austin, S. W. Bailey, T. Bell, A. H. Bishop, 
S. J. P. Cambridge, N. H. Cour-Palais, A. F. 
Desellas, A. W. Gracie, W. E. C. Greenham, 
G. St. G. Higginson, L. G. W. Hill, W. G. 
Hornett, Messrs. W. H. C. Kelland, R. A. 
Leakey, P. R. Leigh Bennett, W. Oldfield, 
W. K. Orton, J. A. Parker, R. A. Phillips, J. A. 
A. Shea, H. F. Simpson, A. F. Tabraham, D. 
C. W. Tonkin, F. K. Tubby, J. C. Walsh. 

East Indian Railway: Messrs. F. C. Badhwar, 
C. N. Burns, D. Carmody, A. Devon, E. R. 
Fleeton, J. C. Gibson, R. C. Harvey, J. R. 
Hemsley, G. I. Hewitt, Messrs. R. A. Saunders 
Jacobs, H. L. Kelly, F.G.S. Martin, J. F. Pegg, 
H. W. Puttick, G. W. N. Rose, K. C. Sood, 
A. V. J. Woodward. 

Great Indian Peninsula Railway: Messrs. S. 
Barber, H. H. C. Barton, C. M. Cock, Sir 
George Cuffe, Messrs. N. L. Deshmukh, C. 
H. de Sousa, Colonel R. B. Emerson, Messrs. 
E. L. Ensor, G. E. Everett, A. J. Fraser, C. 
E. Hall, R. J. Harris, T. F. Hill, L. C. Holmes, 
W. Hood, Lt.-Colonel R. Horsefield, Messrs. 
L. A. Hoyle, F. E. Hough, R. C. Ivey, J. B. 
Remington, C. I. Routh, E. C. B. Thornton, 
F. Vibart, J. C. Wightwick, J. M. D. Wrench. 

Madras & Southern Mahratta Railway: Sir 
Godfrey Armstrong, Messrs. W. O. Browne, 
N. Carroll, V. J. Crow, R. A. Dickenson, H. E. 
Edwards, J. S. Fiddes, W. E. Marsh, G. W. 

Molle, E. Perfect, W. G. W. Reid, B. A. Spencer, 
D. O. Thomas. 

North Western Railway: Messrs. B. C. L. 
Bean, P. S. A. Berridge, F. S. Bond, A. C. 
Brabson, D. Colin-Campbell, A. Cooper, F. A. 
Coello, R. N. Chrestien, B. C. Drummond, 
G. A. Dyke, G. J. Eades, W. T. Everall, L. 
Flatt, H. D. Furley, W. E. Gelson, E. P. Gildea, 
C. E. Goldsmith, Colonel R. E. Gordon, Messrs. 
W. E. Grant, H. Dale-Green, M. S. Gregory, 
F. G. Griffith, J. C. Highet, H. W. Huggins, 
E. Hughes, T. A. B. Jones, D. Kumar, P. H. 
Maflin, C. Mathieson, Colonel D. McMullen, 
Messrs. B. Moody, J. W. Ogle, R. H. Paterson, 
J. R. J. Pett, G. A. Plank, U. J. Reynolds, T. M. 
Robinson, J. Scruby, A. M. Sims, W. J. Sorby, 
W. Strang, S. S. Stubbs, E. B. N. Taylor, G. 


Thomson, R. O. C. Thomson, J. S. Tritton, 
F. M. G. Wheeler, G. H. A. Wood, Brigadier 
H. L. Woodhouse, Mr. J. Wyse, Colonel 
R. W. P. Yates, Mr. H. N. Young. 

South Indian Railway: Messrs. C. E. Gayes, 
H. C. Hodgson, A. I. W. Jones, E. C. 
Lightbody, C. R. Martingall, L. N. Mathur, 
W.R. Oaten, H. A. Reid, V. R. Riley, Colonel 
L. S. Sanson, Messrs. W. F. Sargisson, H. E. 
Thompson, S. T. Willcox, C. J. Woolridge, 
J. F. Wright. 


After proposing the toast of The Queen 
and also of Queen Mary, whose birthday 
it was, the Chairman announced that the 
preceding tea-party of officers, wives and 
families had been enjoyed by no fewer 
than 189, persons, and that 182 persons 
were present at the dinner, about 10 more 
than last year. With great regret he had 
to record a number of deaths during the 
past twelve months, including Sir B. M. 
Staig, Messrs. D. Burn, G. C. Laughton, 
C. E. Spurgeon, A. E. Pearse, and H. N. 
Brock. He then introduced the speaker 
of the evening, Mr. F. C. Badhwar, O.B.E., 
Chairman of the Indian Railway Board. 

Mr. Badhwar prefaced his brief outline 
of the latest developments on Indian rail- 
ways by explaining that, as he had left 
Bombay only at 5 p.m. the previous even- 
ing, he had had no time to prepare notes, 
and his remarks were therefore impromptu. 
Developments during the past 14 months 
were mainly in the form of reorganisation. 
Its planning had begun four years pre- 
viously, and each phase had been finalised 
only after every conclusion reached had 
been checked. By 1950 the Government 
of India had control of some 19 railway 
systems, differing completely in many 
respects. It was decided to unify them to 
form a single nation-wide Indian Railways 
system, but administered as six separate 
zonal administrations. 


Zonal Railways Administrations 

Each zone was to be fully-equipped to 
deal with all day-to-day problems, and was 
to function in relation to the Railway 
Board rather as the Agents of the old 
companies’ lines represented the boards of 
directors. The designation General 
Manager had, however, been retained in 
each railway or zonal system, and this 
officer had under him a Deputy General 
Manager, who could, if necessary, take 
charge at any time. The average route- 
mileage of which each management was in 
charge was nearly 6,000 miles. 

The units of the divisional system were 
considered too small to be suitable for the 
new zonal system, and the following 
organisation was therefore devised. Where- 
ever the district system already existed, it 
was left unchanged, but instead of the 
deputy heads of the various departments— 
in charge of groups of districts—bejng 
concentrated at railway headquarters, each 
was to remain in charge of his group, now 
known as a Region, but be stationed in 
the middle of it. There were to be three 
regions on each railway (in each zone), 
and four districts in each region. At each 
regional headquarters therefore there were 
to be deputies of each department, who 
could be called together for consultation 
by the Operating Deputy. This was the 
background of the new organisation, which 
was the outcome of studies of railways 
in other countries, and the extracted 
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essence of all the good advice there 
obtained. 
These developments also necessitated 


changes at the top; the Railway Board 
itself was first job-analysed, with the result 
that it was pared and trimmed; the five 
members were reduced to four, and only 
two officers were left in each directorate. 
The result had been that decisions hod been 
arrived at more quickly, and each officer 
had to say “ yes” or “no,” there was less 
“noting,” and fewer clerks were necessary, 
The Board now functioned as machinery 
to take direct control of urgent or im- 
portant movements, acting as a specialist 
body concentrated at the centre. 


Manufacturing Administrations 

Apart from the six railway administra- 
tions, another had also been formed, 
namely the Locomotive Manufacturing 
Administration, under the General Manager 
at Chittaranjan. To this would be added in 
due course a Coach Manufacturing 
Administration at Perambur (near Madras) 
now directly under the Board. 

Moreover, the Central Standards Office 
was being divided into three wings, which 
would not be centralised together but 
would work at Chittaranjan, and at 
Perambur, when the’ coach factory was 
ready. There would also be a signalling 
wing. Indian railways were now going in 
more seriously for field research and test- 
ing; and at Lucknow where there was 
already a new precision instrument factory, 
it was hoped that a complete Railway 
Research Organisation would be ready by 
the end of 1952. 


Details of the New Railways 

Mr. Badhwar then referred to copies of 
the new Indian Railways map posted up 
at two places at the dinner. He described 
the Southern Railway merging, on the 
regional pattern, and said it was working 
very well, and had resulted in better 
operating. The semi-divisional system on 
the old G.IL.P.R. had been retained on the 
Central Railway. The Western Railway 
was being worked as three regions, and 
the Northern Railway, with headquarters 
at Delhi, had seven divisions, and the 
former B.B.C.ILR. Delhi - Rewari - Fazilka 
section had been included in it. The North 
Eastern system comprised the Ondh Tirhut 
and Assam Railways, as well as_ the 
Fategarh District of the former B.B.C.LR.; 
it stretched from Agra to the Burma 
frontier, its headquarters were at 
Gorakhpur, and its regions were centred 
at Lucknow and Pandu and also at a place 
not yet decided, in North Bihar. 

The Railway Staff College had been 
revived and was now at Baroda. For the 
procurement of stores it had been agreed 
that railways should be responsible for 
obtaining all items special to them and 
available in India, but for those that had 
to be obtained out of India, the Govern- 
ment of India Stores Organisation would 
arrange purchase assisted by repre 
sentatives of the railways. 


Indian Railways Centenary Celebrations 

In 1853 the first section of railway, not 
only in India but also in Asia, was opened, 
and it had therefore been decided to cele- 
brate the centenary of Indjan Railways 
next year. The celebrations would take 
three forms, said Mr. Badhwar: (1) A story 
of the railways, written by experts, and 
stressing their continuity—for, he added, 
even in 1947, a year of upheaval, there 
had been no “ flattening of the curve ; 
(2) an exhibition in Delhi during February, 
March, and April, the more interesting 
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exhibits touring the country subsequently 
in an exhibition train; and (3) a reunion 
at headquarters of the zonal staffs. Pos- 
sibly this would coincide with a sports 
meeting, and a special reunion of the 
former G.LP.R. staff. 

The Chairman thanked Mr. Badhwar for 
his interesting address and proposed his 
health, a toast that was wholeheartedly 
drunk with musical honours. In return- 
ing thanks Mr. Badhwar proposed another 
toast “The railways of India and 
Pakistan.” The Chairman closed the even- 
ing with a warm appreciation of Mr. 
Calder, the honorary secretary of the 
dinner club, on whom falls the major onus 
of the arrangements, and of the -dinner 
committee. Mr. Calder suitably replied. 


New 450 amp. Welding 
Transformer 


The Quasi-Arc Co. Ltd. has recently 
introduced a new single-operator welding 
transformer to add to its range of a.c. 
transformer welding equipment. The plant 
is oil-cooled, and has a current range of 
50-450 amp. The Quasi-Arc current selec- 
tor roller switches give 79 current settings 





welding transformer 


Single-operator 

with 24 input voltage lappings enabling 

it to be used on a wide range of a.c. 
mains supplies 


within this range, and welding output can 
be obtained at either 80 or 100 open cir- 
cuit voltages. 

The trend in welding fabrication has for 
some years been towards the use of heavier 
electrodes, and this new Quasi-Are 450- 
amp. welding transformer enables elec- 
trodes up to 7% in. in dia. to be deposited 
speedily and economically. A feature of 
the Quasi-Are a.c. plant of particular 
interest in Overseas countries is that 24 
input voltage tappings are provided, so 
that the plant can be connected to mains 
supplies ranging from 175-550 V. Complete 
specification of the new ACP.450 single- 
operator a.c. welding transformer can be 
obtained from the firm if desired. 


THE SUPERHEATER Co. Ltp.—A final 
dividend of 22 per cent. is declared on the 
ordinary and “A” ordinary shares, 


making the distribution for 1951 324 per 
cent., this being on a capital increased by 
50 per cent. 


share bonus. 
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Vulcan Foundry Limited 


Output for 1952 threatened 
by reduction in steel supplies 


The annual general meeting of the 
Vulcan Foundry Limited was held on 
May 29, Brigadier James Storar, Chairman 
of the company, presiding. The Chair- 
man’s statement circulated with the report 
and accounts, refers to the increases in 
‘wages and the cost of materials, which 
necessitate continuance of the policy of re- 
placing obsolete plant so as to increase 
manufacturing potential and efficiency; to 
this end, £80,000 has been appropriated to 
general reserve. 

During 1951, Brigadier Storar points out, 
the principal orders completed or in hand 
at the company’s works at Newton-le- 
Willows were steam locomotives for 
Queensland, Tasmania, the Gold Coast, 
India, Egypt, and Iran, and spare locomo- 
tive boilers for countries in various parts of 
the world. Electric, diesel-electric, and 
diesel-mechanical locomotives also were 
completed or are under construction for 
Brazil, Tasmania, Australia, South Africa, 
and Spain, in conjunction with the com- 
pany’s associates, the English Electric Co. 
Ltd. or the Drewry Car Co. Ltd. 


Steel Shortage 

Having regard to the excellent order 
book, the Chairman suggests that trading 
results in the current year might be ex- 
pected to be at least as profitable as those 
for the year under review. Nevertheless, 
he found it necessary to report at the annual 
meeting last year that they were experienc- 
ing difficulty in ensuring that adequate 
supplies of steel and non-ferrous metals in 
the right sizes and quantities were available 
at the right time to ensure an even flow of 
work. Although practically the whole of 
their production was for export, the steel 
supply position did not improve but became 
worse in the latter part of 1951, so that at 
the end of December steel supplies were 
some 1,400 tons less than their requirements. 

This deterioration, Brigadier Storar adds, 
has continued into the current year and, 
although an allocation scheme was intro- 
duced by the Government in February, and 
it was announced that favourable treatment 
would be given to the heavy engineering 
export industry in the matter of steel supply, 
still is not receiving sufficient steel. So far, 
allocations of steel are considerably below 
immediate requirements and, what is more 
serious, steel suppliers have been unable to 
meet in full the paper allocations. Repre- 
sentations have been made at the highest 
level, but it is impossible to say when and 
to what extent the situation will improve. 

Even if there is an almost immediate im- 
provement in steel supplies, lost output can- 
not be regained and there must be substan- 
tial reduction in production in 1952. Erratic 
and short delivery of steel must also have 
an adverse effect on manufacturing costs 
and profits, particularly in the case of any 
orders which were accepted with a ceiling 
price at a time when orders were not easy 
to obtain. 


Overseas Visits 

In continuation of the policy of maintain- 
ing personal contact with overseas markets, 
further visits have been made during the 
past twelve months. Mr. Gerald Colling- 
wood, Managing Director, recently returned 
from a tour which embraced India, Pakis- 
tan, Burma, Ceylon, East Africa, Nyasa- 
land, South Africa, and Rhodesia. The visits 
to India and Pakistan coincided with the 
centenary of locomotive building for those 


countries by the Vulcan Foundry, the first 
locomotives to run in India having been 
supplied by the company in 1852; since then 
the Vulcan Foundry has built more than 
2,800 locomotives for India and Pakistan— 
an average of over one a fortnight for 100 
years. Mr. G. Rigby, General Manager, 
has visited Spain, and an Assistant Works 
Manager, Nigeria and the Gold Coast. 





Annual Convention_of the 
A.R.E.A. 


The American Railway Engineering 
Association held its 51st annual convention 
in Chicago in March under the Presidency 
of Mr. A. Blair, Chief Engineer, 
Atchison Topeka & Santa Fe Railway. The 
annual report showed that membership had 
again grown by nearly 100 during the year 
and now stands at 3,190, of whom 949 are 
serving on the 22 technical committees. 

The 1952 research budget includes 34 
projects estimated to cost $381,400. At this 
year’s convention 15 addresses relating to 
the work of the committees were read, and 
112 reports on their 182 investigations were 
submitted. For the ensuing year, Mr. C. J. 
Geyer, Vice-President, Construction & 
Maintenance, Chesapeake & Ohio Railway, 
was elected President, and Mr. G. W. 
Miller, Engineer, Maintenance of Way, 
Eastern Region, Canadian Pacific Railway, 
Toronto, was elected Vice-President to 
serve for two years. 

The following are some of the subjects 
covered by the addresses and reports: road- 
bed pressure grouting; weed control; sub- 
stitutes for wooden sleepers; measures to 
increase the life of sleepers; prevention of 
freezing of and improved lubricants for 
rail joints; 36-in. and 39-in. fishplates and 
their manufacture; rail welding; the build- 
ing up of rails burnt by locomotive slip- 
ping; rail structure; standard rail sections; 
maintenance gangs; ballast cleaning; bridge 
stresses, impact, and painting; concrete 
deterioration; soil mechanics; machine 
operators and depreciation; co-operation 
with universities; mobilisation of technical 
manpower; and level crossing protection. 

The 94 different kinds of substitutes for 
wooden sleepers tested on 61 railways in 
the U.S.A. and Canada, none had been 
adopted by any administration, and, 
though some were still under test, almost 
all the original test installations had now 
been abandoned, and no new ones had been 
laid down. No final conclusions had so 
far been reached on artificial pre-treatment 
seasoning of timbers, or concerning 
sleeper abrasion in tests with various types 
and sizes of rail bearing plate. A series of 
tests was carried out with fishplates manu- 
factured with and without heat-treating, 
and the best results were obtained with 
those oil-quenched above the critical 
temperature of 1,550° F., but not tempered. 
The 115-lb. and 132-lb. R.E. rail sections 
appear to have come to stay as standards. 

In a report on the relative economic 
values of the 112-lb. and 131-Ib. sections 
of rail in the track, substantial all-round 
economies are claimed for the latter; under 
the same conditions of traffic, a saving of 
15-9 per cent. in maintenance charges for 
an average of seven years was shown by 
the heavier over the lighter rail. A Track 
Committee recommendation adopted by the 
convention was that in future a gap of 
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from + tq 7% in. should be left between 
the foot of the rail and the underside of 
the spike head, instead of the spike being 
driven hard down as hitherto. 





Clamping Wire Ropes 


A system of clamping wire ropes which 
eliminates splicing by hand, was demon- 
strated in London recently. The system, 
known as the Talurit, is patented in Great 
Britain and manufactured and distributed 
by Cable Covers Limited, of St. Stephens 
House, London, S.W.1. It will enable 
spliced wire ropes to be supplied more 
quickly and at less cost, and savings of 85 
per cent. in raw materials and of 90 per 
cent. in time are claimed. 

First, the two thicknesses of rope are 
pushed into the Talurit ferrule, of copper- 
free alloy. The ferrule, with its portion 
of rope, is then placed in a Talurit press, 
with its appropriate swage. The correct 
weight/pressure is exerted to mould the 
ferrule and the two thicknesses of rope 
into a homogeneous mass; by the resultant 
change of the shape of the ferrule, it and 
the ropes are compressed into the same 
space that normally only one thickness 
would occupy. 

The method, applicable to ropes of all 
diameters up to 40 mm. in the standard 
range, and up to 60 mm. when necessary, 
may be used for ship’s hawsers, stay wires, 
signal wires, brake cables, tow ropes, and 
so on. No restrictions will be placed on 
its use. The complete range of Talurit 
presses from 22 tons to 1,000 tons (rope 
capacity 1 mm. to 40 mm.) will be avail- 
able to makers and users of wire ropes 
under licence. To users of them the 
Talurit clamps and swages will be avail- 
able. Users of wire ropes whose applica- 
tions are not wide enough or large enough 
to warrant the installation of Talurit 
presses will be able to obtain from the 
wire rope manufacturers or finishers wire 
ropes secured by the Talurit system to their 
own specification. 


Irish Holiday Travel 


There are indications of heavy holiday 
traffic from Northern Ireland to Dublin 
and the South and from Great Britain 
through Northern Ireland. Already many 
organised parties have booked for day ex- 
cursions to Dublin. There has been a 
heavy demand for tourist literature and 
information about Northern Ireland resorts 
at Dublin since the intensified publicity 
campaign in the Republic was inaugurated 
by the Northern Ireland Tourist Board. 
The G.N.R.(I.) City Office in Dublin has 
been handling an unprecedented number 
of enquiries. The G.N.R.(I.) expects con- 
siderable traffic from Dublin to Belfast and 
other centres in the North during the 
coming season. 

The “Enterprise” services between 
Belfast, Dublin, and Cork are proving 
popular with tourists, and the number of 
Americans using it for the Shannon connec- 
tions at Limerick Junction is noticeable. A 
leaflet entitled ““ What Shall We do Today ” 
has been issued by the G.N.R.(L.), giving a 
summary of its daily tours by road and 
rail, which are already carrying large 
numbers of visitors. The all-day bus tour 
to the Vale of the Boyne is proving the 
most popular and already large organised 
parties from Great Britain have enjoyed this 
trip. Many more are booked throughout 
the season. Although the Summer time- 





table is not scheduled to come into opera- 
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tion for some weeks, the spell of fine 
weather prompted the G.N.R.(I.) to operate 
Sunday trains on the Howth branch on 
May 18; 1,500 travelled by them. 

The “ Bundoran Express” is now run- 
ning and there is an express in both 
directions every day including Sunday. 
Heavy pilgrimage traffic to Lough Derg is 
expected. Most pilgrims arrive at Pettigo 
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(Co. Donegal) Station (G.N.R.(L.)) and are 
brought to the lake shore in a ficet of 
G.N.R.(I.) buses specially maintained at 
Pettigo throughout the season for this 
purpose. The growth of the pilgrimage 
traffic has made it necessary to provide 
additional shelter at Pettigo, and the work 
of roofing much of the platform area js 
being undertaken. 








Maintenance of Escalator Treads 


Study of wear 
investigation of 


There are 31,622 step treads on the 
escalators of London Transport. Each con- 
sists of a rectangular treadboard to which 
29 cleats are secured by countersunk wood 
screws, the treadboards themselves being 
attached to the individual steps by counter- 
sunk set screws. The majority of these 
treads are made of Canadian maple, a 
hard, compact straight-grained wood free 
from knots, with a minimum tendency to 
distort or splinter and easily machined into 
the jin. x % in. strips of which the cleats 
are made. 


of cleats and 
new materials 


The maximum rate of wear occurs at 
stations connecting with main-line termini, 
and is no doubt due to the number of 
people who hurry to catch trains. 


Method of Renewal 

To renew treads, treadboards previously 
fitted with new cleats are fixed in place 
of the worn boards, which are then sent 
to Acton Works. Here the worn cleats 
are replaced by new ones, a special 
machine being provided for removing the 
screws, which are usually so worn that they 
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Wear of escalator treads, showing the formation of a hollow on an “up” 
escalator (a) and tapering at the end of the tread on a ‘* down escalator (b) 


The renewal of these treads when worn 
is a regular maintenance operation. Rate 
of wear varies from station to station 
according to the amount and class of 
traffic carried. At the same time, the form 
which the wear takes differs according to 
the normal direction of running of an 
escalator, and is directly affected by the 
fact that London Transport encourages 
passengers to stand on one side of the 
machine to allow others to walk or run as 
they wish. 


Forms of Wear 


When walking up, the sole of the foot 
contacts the tread in a different manner 
from walking down. On “up” escalators 
it makes contact in most cases with that 
part of the tread nearest its riser and even- 
tually results in the formation of a hollow 
covering two-thirds of the tread, whereas 
on “down” machines it contacts the ex- 
treme edge of the tread with the result 
that the ends of the cleats become first 
rounded and then tapered. 

If excessive wear is permitted to develop, 
an uneven surface results, particularly at 
the flat landings at top and bottom of the 
escalator, which could cause a passenger 
to stumble. By increasing the clearance 
between the individual cleats forming the 
treads and the comb through which they 
pass, it would also increase the risk of 
shoes, sticks, umbrellas and even fingers 
(should a passenger stumble) being caught 
in the comb. ‘Treads are, therefore, re- 
newed before wear becomes excessive. In 
extreme cases this might be after only 
three years’ service, although other 
machines might run for as much as sixteen 
years before requiring attention. 


cannot readily be removed by screwdriver. 
Alternative positions are provided for the 
screws, for use when the holes themselves 
become too worn. 

Wear on a tread does not extend over its 
whole surface and some of its cleats do not, 
therefore, require renewing, so saving 
material. Consideration has been given to 
dividing the board up into sections so that 
only the section most heavily worn need 
be renewed; this would, however, involve 
modifying the many thousands of steps of 
the existing design still in use, and it is 
felt that such expenditure could not be 
justified. Even if it were, an uneven tread 
would still result, as the new portions 
would be fitted alongside others, which, 
although not worn badly enough to justify 
renewal, would nevertheless show some 
wear. 

Treadboards were originally attached to 
the steps by countersunk-head set screws, 
with nuts, spring washers and (as an added 
safeguard) split pins. Should any of these 
items work loose and fall into the main 
chain or sprockets, considerable damage 
could result. In any case, removal of the 
split pins and loosening of the nuts, which 
are not only usually coated with grease 
and dirt but also somewhat inaccessible, is 
not readily carried out. On the latest 
machines, therefore, the steps are fitted 
with floating Simmonds lock-nuts, the cage 
for each nut being welded to the underside 
of the step so that the screws can con- 
veniently be turned from outside _ the 
machine; it is expected that the time spent 
in removing and replacing these treads will 
be considerably reduced. 

Present arrangements enable treads to be 
renewed at the rate of up to 120 per week. 
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which is considered adequate to meet the 
average rate of wear experienced over the 
system as a whole. Attention is constantly 
being given to finding a more suitable 
material for the treads, and the character- 
istics of any promising new materials are 
reviewed from time to time, but in consider- 
ing them the following points have to be 
borne in mind. 

Labour charges incurred in replacing 
worn cleats are high, for the work must be 
done at night to avoid interruption to 
traffic; an expensive material with a low 
rate of wear might, therefore, eventually 
prove cheaper in the long run because of 
the reduced annual maintenance costs. 

The rate of wear can be determined only 
by a trial in service and, therefore, any 
material under trial must be fitted to a 
number of successive treads on a machine 
where traffic is heavy so that the wear may 
be compared with that on the remaining 
treads—usually of maple, the material most 
commonly used. 

The non-slip properties of a material are 
checked by static tests made to determine 
the co-efficients of friction in comparison 
with other materials. It is obviously im- 
possible to provide treads equally satisfac- 
tory for all kinds of footwear under all 
conditions; the test of the co-efficient of 
friction is therefore made between a worn 
dry leather sole and the cleat material, as 
being the most common combination. The 
distance between street and_ escalator 
usually means that passengers’ footwear is 
reasonably dry when they reach the 
machine, while in the case of passengers 
who have just left a train, they are un- 
questionably so. It is interesting to note 
that in America, for instance, the normal 
condition is considered to be that of a 
passenger wearing rubber-soled shoes rather 
than leather. 

If the material under consideration is 
wood, it must be such that it will not 
readily splinter or break up, for passen- 
gers’ hands may come into contact with 
the treads, which must not, therefore, carry 
splinters. Articles dropped on the treads 
can get between cleats and comb-teeth; the 
latter, being of cast iron will readily break 
off, but the cleats may also be damaged 
at a time when it is not practicable to make 
a repair immediately. 








Staff & Labour Matters 


Railway Wage Claims 

Delegates of the N.U.R., A.S.L.E.F., and 
T.S.S.A. met London Transport Executive 
representatives on May 28. in connection 
with the claim for a 10 per cent increase 
in pay and for payment at time-and-a-half 
for all time worked between noon and mid- 
night on Saturdays It was stated after the 
meeting that the London Transport Execu- 
tive would consider the unions’ submissions 
and a further meeting would be arranged. 


Chancellor’s Appeal for Wage Restraint 

In view of the recent appeal by Mr. 
R. A. Butler, Chancellor of the Exchequer, 
for restraint in wage claims, the General 
Council of the 1.U.C. has decided to refer 
the question to its economic committee. 
The Chancellor suggested that a joint com- 
mittee comprising representatives of em- 
ployers and employees be set up to ex- 
amine wage movements. 


T.U.C. and White Paper on Transport 

The General Council of the T.U.C. has 
condemned the White Paper, the proposals 
in which it describes as irresponsible and 
harmful and “ nothing more than a series 
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of expedients to alleviate the worst of the 
inevitable consequences of the denationa- 
lisation of road haulage.” 

The claim that private hauliers could 
give better service than British Road Ser- 
vices is said te be without foundation. The 
proposed levy on road hauliers is acknow- 
ledged to be bad in principle and inade- 
quate for its purpose. Decentralisation of 
the railways, it is stated, could not at 
present be taken further without the loss 
of advantages obtained from unification. 

The statment adds that the publication 
of the proposals without effective consul- 
tation with the B.T.C. is an insult to the 
men who have worked hard to make 
nationalised transport a success. 


British Transport Commission Bill 
The British Transport Commission Bill 
was read the Third time, and passed in the 
House of Commons on May 26. 


Questions in Parliament 


Derby Railway Workshops 

Mr. A. J. Champion (South East Derby- 
shire—Lab.) on May 27 asked the Minister 
of Supply how many defence orders had 
been allocated to the railway workshops 
at Derby since April 7, 1952. 

Mr. Duncan Sandys (Minister of Supply) 
wrote in reply: Since April 7, 1952, one 
defence order has been placed with the 
British Transport Commission involving 
the use of the railway workshop at Derby. 
Part of the order will be carried out at 
Derby and the balance at other railway 
workshops: 


Works Ministry Transport Section 

Colonel R. S. Clarke (East Grinstead— 
C.) on May 27 asked the Minister of 
Works how many temporary and how 
many established specialist and technical 
officers were serving in the Transport Sec- 
tion of his department on April 1, 1952; 
and how many on April 1, 1951. 

Mr. David Eccles (Minister of Works) 
wrote in reply: The specialist and technical 
staff of the Transport Section in all parts 
of the country amounted to 46 (of whom 
23 were specialist) on April 1, 1952, and 
51 (of whom 21 were specialists) a year 


earlier. All these officers—except one 
specialist—are temporary. 
Railway Pensions 

Mr. James Callaghan (South East 
Cardiff—Lab.) on May 26 asked the 


Minister of Transport how much _ longer 
he expected to be in making up his mind 
about the claim made by railway pen- 
sioners for increased pensions to meet the 
rise in the cost of living. 

Mr. A. T. Lennox-Boyd wrote in reply: 
This matter is engaging my close attention 
but I am not yet able to make a statement. 


Rail Fares to Agricultural Camps 

Mr. A. H. Marlowe (Hove—C.) on May 
19 asked the Minister of Agriculture, 
whether he was aware that persons intend- 
ing to attend the volunteer agriculture 
camps found that the customary conces- 
sionary rail fare return ticket at the cost 
of single fare, no longer operated, and, 
as that might affect attendance for this 
necessary work, if he would represent to 
the Transport Commissjon the desirability 
of restoring the concessionary rate. 

Sir Thomas Dugdale (Minister of Agri- 
culture) wrote in reply: The concession 
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to which Mr. Marlowe refers is one that 
was given annually. The Railway 
Executive are not prepared to reintroduce it 
this year and to judge from the number 
of bookings to date their decision is un- 
likely seriously to affect attendances at, the 
Volunteer Agricultural Camps this year. 
I do not propose to make representations 


to the Transport Commission in_ this 
matter. Our greatest need is for volunteers 
for the root harvest in October and 


November and my Department will con- 
tinue to refund rail fare up to 25s. on a 
return ticket to volunteers who attend the 
camps during those months. 





Contracts & Tenders 


The Government of Pakistan has placed 
an order with Hurst, Nelson & Co. Ltd. 
for 119 “ TO” type oil tank wagons. The 
wagons, which are for broad-gauge lines, 
are to be supplied with underframes, 
wheels and axles. 


The Turkish State Railways have placed 
an order for 16 three-car diesel trains with 
Maschinenfabrik Augsburg Niirnberg, A.G. 
The trains are to have a maximum speed 
of 125 km.p.m., and service weight of 134 
tons. Each train will have 119 seats, 
together with 18 seats in the dining com- 
partment. Power is transmitted hydraulic- 
ally by means of a two-step transmission 
gear. The first of the trains in understood 
to have undergone trial runs recently. 


The Southern Railway, U.S.A., has 
placed an order with the American Car & 
Foundry Company for 1,750 70-ton triple 
hopper cars. 


The United Kingdom Trade Com- 
missioner at Delhi has notified the Board 
of Trade, Commercial Relations & Exports 
Department, of a call for tenders issued by 
the Directorate General of Supplies & Dis- 
posals, Government of India, for the 
supply of three locomotive firebox copper 
tube plates and three firebox copper back 
plates. Tenders should reach the Office 
of the Directorate General of Supplies & 
Disposals, New Delhi, by 4 p.m. on 
June 16. A copy of the tender documents 
only is available for inspection by repre- 
sentatives of United Kingdom Manufac- 
turers at the Board of Trade, Commercial 
Relations & Exports Department. A 
further copy is available for loan to United 
Kingdom Manufacturers in order of 
written application to the Department. 


A report from the Board of Trade, 
Special Register Information Service, states 
that the South African Railways have issued 
a call for tenders for the supply of 250 
safety valve springs. Tenders should be 
sent to the Chief Stores Superintendent, 
P.O. Box 8617, Johannesburg, to arrive by 
9 a.m. on Tuesday, June 17. A copy of 
the schedule of requirements and condi- 
tions of contract is available for inspection 
at the Board of Trade, Commercial Rela- 
tions & Exports Department, by representa- 
tives of United Kingdom manufacturers. 
The drawing involved may be inspected at 
the offices of the High Commissioner for 
the Union of South Africa, Trafalgar 
Square, London, W.C.2. 





POWERS-SAMAS ACCOUNTING MACHINES 
LIMITED.—Trading profits for the year are 
shown in the consolidated accounts as 
£1,047,875, an increase of £7,474. After 
the deductions for depreciation, taxation, 
etc., the net profit of £308,034 compares 
with £361,437 in the preceding year. 














Notes and News 


Vacancy for Assistant Divisional Trans- 
port Oificer— Applications are invited for 
the appointment of an assistant divisional 
transport officer, National Coal Board, West 
Midlands Division. See Official Notices 
on page 643. 


Liverpool Overhead Traffics.—There were 
four successive increases in receipts of the 
Liverpool Overhead Railway during May. 
The greatest improvement was in the week 
ended May 18, when traffics were £384 
higher at £2,919, and by May 25 the aggre- 
gate advance amounted to £5,421 at 
£58,647. 


Whitsun Holiday Rail Traffic.—The total! 
number of passenger trains run by all 
Regions of British Railways during the 
Whitsun holiday, Friday to Monday inclu- 
sive, was 79,649. Extra long-distance 
trains arranged for Whit week exceeded 
2,000. The number of main-line passen- 
gers who left the eleven principal London 
termini on Friday and Saturday last was 
357.468, an increase of 24,846 over last 
Whitsun and the highest Whitsun figure 
since 1948. 


International Railway Congress Meeting in 
Stockholm.—An enlarged meeting of the 
Permanent Commission of the _ Inter- 
national Railway Congress Association is 
being held in Stockholm from June 9 to 
14. The questions under discussion are: 
economic aspects of discontinuing train 
services on old lines and of constructing 
new lines, in relation to other means of 
handling traffic; new safety measures for 
level crossing protection in relation to den- 
sity, tonnage, and speed of road traffic: 
and methods of door-to-door service for 
railway traffic. 


French Tribute to Mr. George Dodson- 
Wells’ Paper on Public Relations.—The 
Paris transport industry has done Mr. 
George Dodson-Wells, Chief Public Re- 
lations Officer, London Transport Execu- 
tive, the honour of translating into French 
and publishing in its Bulletin d'Informa- 
tion his recent paper “ Public Relations— 
Mainspring of Industry’ which was read 
to the Railway Students’ Association at the 
London School of Economics, London 
Universty (see our November 23, 1951. 
issue). The introduction to the paper in 
the Bulletin says: The Anglo-Saxon coun- 
tries are in the forefront of progress in this 
matter,and the paper by Mr. Dodson-Wells 
is an invaluable outline of their ideas. The 
second part of the paper is a description 
of the London Transport Public Relations 
organisation, and provides us with a most 
interesting example of how these ideas are 
translated into practice. 


Taltal Railway Company.—The report for 
the year ended June 30, 1951, of the Tal- 
ral Railway Co. Ltd. shows a loss of 
£18,531, which with the debit balance 
brought forward makes a debit balance 
to be carried forward of £114,499. As 
from May 3, 1951, an increase of 35 per 
cent, in rates (excluding oil fuel) was 
allowed. Gross receipts. which were some 
12 per cent. up on the preceding year, re- 
flected the tariff increase of 40 per cent. 
from February 28, 1950; the benefit of the 
new rates was offset by reduction in nitrate 
tonnage and a rise in working costs accom- 
panying the increased momentum of the 
inflationary trend in Chile. In view of the 
serious situation, Mr. J. S. Burns, a Direc- 
tor, went to Chile in May, 1951, for dis- 
cussions with the authorities. After pro- 
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tracted negotiations, in January, 1952, 
there was granted a tariff increase of 21 
per cent., with an adjustment in respect of 
fuel oil. The amount of the increase was 
a great disappointment to the Board, as 
it was thought that the nitrate industry 
could bear the tariffs for which the com- 
pany asked. 


New Bridge Over G.N.R.(L.) at Belfast.— 
Belfast Corporation plans to reconstruct 
Donegall Road bridge spanning the Great 
Northern Railway (Ireland). It will entail 
the demolition of the existing two-span 
structure, and its replacement by a new 
bridge with steel main girders, reinforced 
concrete deck and parapet walls. Efforts 
will be made by the City Surveyor’s 
Department to minimise inconvenience to 
traffic over the bridge during the opera- 
tions, and it may be arranged to carry out 
the work in two sections. 


Transport of Strawberries in Eastern 
Region.—Special arrangements are being 
made by the Eastern Region for the trans- 
port of strawberries by rail. during the 
summer season, in the Cambridge and Wis- 
bech districts. Ventilated vans are being 
specially boarded to ensure suitable stock 
being available to convey the fruit from 
the growing areas by express services to 
the Midlands, North of England, and 
Scotland. The condition of the fruit is 
preserved when carried in these ventilated 
vans. All stations have been fully advised 
of the facilities which can be offered. 


Talyllyn Railway Summer Service.—The 
President of the Talyllyn Railway Preserva- 
tion Society, Lord Northesk, at Towyn, 
on June 2 inaugurated the second summer 
passenger train service under the auspices 
of the Society. He said that the preserva- 
tion of the railway had been made pos- 
sible by the generosity of Lady Jones, 
widow of Sir Henry Haydn Jones, the 
former owner, The inaugural train was 
hauled by two engines, the 74-year old 
former Corris Railway saddle tank engine 
renamed after Mr. Edward Thomas, who 
was General Manager for 30 years until 
the railway was handed over to the preser- 
vation Soviety, and by the 86-year old well 
tank engine Dolgoch, one of the railway’s 
original Jocomotives. 


Southern Region Lecture & Debating 
Society—The 1951-52 annual report of 
British Railways, Southern Region, Lecture 
& Debating Society shows that member- 
ship increased to 1,377. The committee 
records its indebtedness to Mr. C. 
Hopkins, the President, for his continued 
interest in the Society’s affairs. At the 
1951 annual general meeting it was decided 
to invite certain of the principal Officers 
of the Region to serve as Vice Presidents 
of the Society, in place of the former policy 
of nominating all the Chief Officers of the 
Region. In consequence of the promotion 
of the Society’s Chairman, Mr. R. A. 
Savill, to a position at York early in the 
session, the committee invited Mr. N. L. 
Collins, then Assistant District Traffic 
Superintendent at Orpington, to fill the 
vacancy. : 


L.C.C. Fares Deputation to Minister of 
Transport.—The Minister of Transport on 
May 28 received a deputation from the 
London County Council, which reminded 
him of the hardship imposed on Londoners 
by the recent increases in passenger fares 
and asked for an early amelioration of 
the position. The deputation suggested 
that there should be a special inquiry into 
the incidence of London fares in relation 
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to the general finances of the British 
Transport Commission. The Minister 
explained that he had received proposals 
from the British Transport Commission 
on the modification of increases in certain 
sub-standard fares and these were being 
discussed urgently with the Commission, 
The matter was complicated, but the depu- 
tation could be sure that there would be 
no avoidable delay. 


Closing of _ Wellington - Coalport Line. 
Western Region.— Passenger train services 
between Wellington (Salop) and Coalport 
East were withdrawn permanently on 
June 2, and stations at Oakengates Market 
Street, Malins Lee, Dawley & Stirchley, 
Madeley Market, and Coalport East were 
closed to passengers. An alternative omni- 
bus service is operated between Wellington 
and Coalport. s 


Road Haulage Association and the White 
Paper.—Representatives of the Road 
Haulage Association met the Minister of 
Transport and his Parliamentary Secretary 
on May 28. A discussion took place on 
points raised during the discussion by the 
National Council earlier in the month of 
the Government White Paper. It is ex- 
pected that further meetings with the 
Minister and with officials of the Ministry 
will be held. 


Daily Cross-Country Services, N.E. Region. 
—From June 2 the former weekend ser- 
vices between York and the South-West 
of England have been extended to run 
every weekday at the following times: 
10.25 a.m. York to Bournemouth West; 
11.16 am. Bournemouth West to York; 
12.20 p.m. York to Swansea High Street; 
and 8.15 a.m. Swansea High Street to York. 
On the same date extra trains each week- 
day were introduced from Sheffield Mid- 
land at 3 p.m. to York, and at 6.40 p.m. 
from York to Sheffield Midland. 


Associated Electrical Industries Limited.— 
The annual report of Associated Electrical 
Industries Limited for the year ended 
December 31, 1951, shows that the balance 
available for appropriation is £2,330,522, 
compared with £2,639,735 for the preceding 
year. The directors recommend transfer of 
£1,000,000 (£1,250,000) to general reserve 
and a final dividend of 124 per cent. (15 per 
cent.) on ordinary stock, which leaves a 
balance of £561,652 (£491,704) carried for- 
ward. The report mentions the conversion 
of the 8 per cent. cumulative preference 
stock into 44 per cent. “B” preference 
stock and issue of further ordinary and 
44 per cent. preference shares, subsequently 
converted into stock, approved at the extra- 
ordinary general meeting on July 27, 1951, 
and completed during the course of the 
year. 


Sunday Services From Glasgow.—St. 
Enoch and Buchanan Street Stations, Glas- 
gow, are now open on Sundays. During the 
winter and spring trains for the Ayrshire 
Coast, Dumfries, and the Midlands of 
England, which on weekdays leave from 
St. Enoch Station, have been starting from 
Central Station on Sundays and all services 
to the North have been leaving from Queen 
Street instead of Buchanan Street on Sun- 
days. On Sundays. June 8 and 15 the 
following trains from Glasgow St. Enoch 
will start 10 min, earlier in consequence of 
engineering works near Lugton, 9.45 a.m. 
Glasgow St. Enoch to St. Pancras (9.35 
a.m.); 9.5 p.m. St. Enoch to St. Pancras 
(8.55 p.m.); and 9.20 p.m. St. Enoch to 
Dumfries (9.10 p.m.). These trains will 
be routed to Kilmarnock via Dalry instead 
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engagement of persons answering Situations 
Vacant advertisements miust be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 


The 


POR SALE. 
FOR. “135° To 


Hangar (all steel} 113’ clear span 


ng x 25’ clear height at eaves, rising 
to 35° clear at apex. Doors cach end (gable 
optional). Hangar (all steel) 80’ clear span 144 
long * 22’ clear height at caves, rising 32’ at apex. 
Doors one end. Steel building 80’ clear span» 
144’ long 22’ clear height at eaves. Large sliding 


doors in_ sides, Curved steel building 35’ span 
7 6” high at apex. Up to 600’ long (low price).— 


1 4 u 
BELLMAN HANGARS LTD., Terminal House, London, 


JUNIOR TRAFFIC OFFICIAL with Railway 
Traffic apprenticeship experience required for the 
Southern Railway of Peru, age 20/25 years, single, 
knowledge of Spanish would be an advantage. Apply 
to the SECRETARY OF THE PERUVIAN CORPORATION 
LimiteD, 144, Leadenhall Street, London, E.C.3. 
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OFFICIAL NOTICES 


NATIONAL COAL BOARD 
WEST MIDLANDS DIVISION 


APPLICATIONS are invited for the appointment 
of Assistant Divisional Transport Officer, National 
Coal Board, West Midlands Division. Candidates 
Should have had experience in the operating and 
commercial departments of British Railways and 
should be familiar with problems concerning the 
movement of traffic in bulk by rail. Knowledge 
of road transport operation and costing is also desir- 
able. Ability to prepare reports and memoranda on 
all transport problems is essential. The salary scale 
will be M.D.6 (£820 £30 to £1,060). Applications 
giving full details of education, qualifications and 
experience should be submitted to the DIVISIONAL 
ESTABLISHMENTS OFFICER, National Coal Board, West 
Midlands Division, Himley Hall, Dudley, Worcs. 


'T RANSPORT ADMINISTRATION IN’ TROPI- 

CAL DEPENDENCIES. By George V. O. 
Bulkeley, C.B.E., M.I.Mech.E. With chapters on 
Finance, Accounting and Statistical Methods. In 
collaboration with Ernest J. Smith, F.C.LS., for- 
merly Chief Accountant, Nigerian Government Rail- 
way. 190 pages Medium 8vo. Full cloth. Price 
20s. By post 20s. 6d. The Railway Gazette, 33, 
Tothill Street, London, S.W.1. 
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REQUIRED for the Central Railway of Peru, 

Railway Stores Assistant (Clerical). Qualifications : 
Secondary School Education and holding School 
leaving Certificate, preferably with some previous 
commercial experience. Age from 23 to 30 years. 
Knowledge of Spanish desirable. Single man _pre- 
ferred with, experience in a Stores Department of a 
British Railway or_an Engineering concern. Apply to 
—THE PERUVIAN CORPORATION LTD., 144, Leadenhall 
Street, London, E.C.3. 


REQUIRED for the Southern Railway of Peru. 
Locomotive, Cartiage and Wagon Senior 
Draughtsman 30/35 years of age. Qualifications: 
Must have served a full general apprenticeship in an 
Engineering workshop (preferably Railway) and have 
had at least five years’ drawing office experience with 
some time in an executive capacity. A knowledge of 
Spanish an advantage. Future prospects. Apply to 
the Secretary, PERUVIAN CORPORATION LIMITED, 144, 
Leadenhall Street, London, E.C.3. 
BOUND VOLUMES.—We can arrange for readers’ 
. ,copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 








of Barrhead. On the same dates the 10.30 
p.m. from Glasgow Central to Euston will 
be retimed to leave Glasgow Central at 
10.20 p.m. and will run via Dalry. Similar 
arrangements applied on Sunday, June |. 


Electrical Units and Standards of Measure- 
ment.— A third booklet in the series 
“Units and Standards of Measurement 
employed at the National Physical 
Laboratory ” has been published. Entitled 
“Electricity,” it deals with current, voltage, 
resistance, power, energy, inductance, capa- 
citance, frequency, and similar units. There 
is also a section on radio frequency stan- 
dards. A daily programme of standard 
frequency transmissions from Rugby _ is 
monitored by reference standards main- 
tained at the N.P.L. The booklet has been 
published by H.M. Stationery Office 
for the Department of Scientific & Indus- 
trial Research, and is obtainable only from 
the National Physical Laboratory, Tedding- 
ton, Middlesex, price 9d. (by post 104d.). 


L.M.R. Fire Brigade Competition Finals.— 
Wolverton Carriage & Wagon Works won 
the finals of both the London Midland 
Region trailer pump drill and the hydrant 
drill competitions at Crewe on May 20. 
Mr. J. W. Watkins, Chief Regional Officer, 
London Midland Region, presented the 
challenge shields. In the trailer pump com- 
petition, Crewe, Horwich, and Derby 
gained second, third, and fourth places. 
The second, third and fourth teams in the 
hydrant drill competition were Westhouses, 
Horwich, and Crewe. Eliminating com- 
petitions had been arranged in the four 
fire districts of the Region—London, 
Crewe, Derby and Horwich—and_ the 
winner in each class competed in the final; 
some 33 hydrant teams and five trailer 
pump teams were entered in the early 
stages. The winners take part in the 
Regional finals in London this month. 


New Norbiton Garage, L.T.E.—Another 
stage in the London Transport scheme for 
providing additional garage accommodation 
has been completed with the bringing into 
service of a new garage in Gordon Road, 
Norbiton, on the outskirts of Kingston. 
Owing to the restrictions of the earlier 
garage site in the centre of the town, it was 
impossible to extend the existing buildings, 
and the new garage has been designed to 
accommodate the overflow vehicles and so 
enable open parking to be dispensed with. 
At the same time, a dock building contain- 
ing the latest equipment for heavy dock 
work has been provided and will in future 


undertake this type of work for the Kings- 
ton, Twickenham, and Mortlake garages. 
The new garage incorporates, as separate 
units, a servicing and parking area, an 
administration block with staff canteen 
above and, on the other side of London 
Road, the new dock building. It thus fol- 
lows the standard design adopted by 
London Transport since the war in having 
these features as self-contained units, a 
practice which permits of variation in lay- 
out to suit a particular site. 


Institute of Fuel.—-The Institute of Fuel, 
which was granted its Roya] Charter in 
1946, recently announced that it is now 
4.000 strong. During the last session the 
regional sections and London have con- 
ducted a full programme of meetings, and 
committee work has been very active. A 
major task has been revision of the insti- 
tute education scheme. The syllabus for 
the associate membership examination has 
been widened to correspond to a full basic 
training on the lines provided by estab- 
lished university courses in fuel techno- 
logy. 


Increase in Wages Sought for Provincial 
Busmen.—At a meeting of the National 
Council for the Omnibus Industry held on 
May 30 in London, claims were presented 
for a substantial increase in wages and an 
improvement in holiday conditions. The 
claim affects some 100,000 workpeople in 
the provincial bus industry employed by 
private bus companies and British Trans- 
port Commissicn-controlled undertakings. 
The claims are being examined under the 
negotiating machinery for the National 
Council for the Omnibus Industry. A 
further meeting will be held at an early 
date. 


Wagon Finance Corporation Limited.—At 
the recent annual general meeting in 
Sheffield of the Wagon Finance Corpora- 
tion Limited, the Chairman, Mr. W. 
Humble, said in his statement issued with 
the report that the company had had a 
successful year of trading. Net profits 
amounted to £48,536, as compared with 
£40,809 for the previous year. During the 
year the investment in the Doncaster 
Wagon Co. Ltd. had been sold for £86,250. 
showing a surplus of £78,750, which had 
been placed to capital reserve account. 
The company was contesting the Inland 
Revenue’s Authorities’ claim to taxation on 
the resulting surplus, and when this claim 
was dispensed of, the directors would 


decide how best to deal with the money 


arising from the sale of the shares. The 
companys activities continued to be 
centred in Union Transport Finance 


Limited, which again had had a record 
year, although turnover in 1952 might be 
reduced by recent restrictions on hire 
purchase business. ; 


Scammell Lorries Limited.—The directors 
of Scammell Lorries Limited recommend 
a dividend of 10 per cent., less tax. on 
the ordinary stock for the year ended 
December 31, 1951. The net profit for 
the year was £171,075, compared with 
£112,831 for the preceding year. From the 
balance of the year’s trading, i.e., £171,075, 
has been deducted the dividend on the 
preference stock, £3,544, giving, with the 
balance brought forward, an available 
balance of £218.668. Of this, the proposed 
dividend absorbs £25,400, which after allo- 
cation to reserves leaves a balance to be 
carried forward of £53,149. 


Clyde Sailings—The 7.20 p.m. steamer 
from Dunoon (6.55 p.m. from Kilmun) to 
Gourock, with rail connection to Greenock, 
Paisley and Glasgow, shown in the current 
issue of the Clyde Coast timetable as 
operating on certain dates only, now sails 
daily. The 7.50 p.m. steamer from 
Gourock to Dunoon and Kilmun also sails 
daily and not as stated in the steamer time- 
table. The sailing at 7.5 p.m. from Kilmun 
to Gourock is cancelled. On June 3 and 
4, an afternoon cruise was given by the 
paddle steamer Jeannie Deans from Glas- 
gow Bridge Wharf to Dunoon. The ves- 
sel left Bridge Wharf at 1.45 pm. and 
returned from Dunoon at 5.45 p.m. This 
was the first afternoon cruise to be ad- 
vertised from Bridge Wharf to the Clyde 
Coast since 1939, 


Dorman Long & Co. Ltd—The annual 
report of Dorman Long & Co. Ltd. for the 
year ended September 29, 1951, shows net 
profit from consolidated profit and loss 
account of £1,571,502. After addition of 
£118,335 brought forward and deduction 
for dividends paid on all classes of shares 
for the period October 1, 1950, to Feb- 
ruary 14, 1951, a balance of £321,713 re- 
mained. It was proposed to appropriate 
£195,711 as dividend on ordinary shares, 
leaving a balance to be carried forward of 
£126,002. Work in connection with the 
second stage of the company’s major de- 
velopment plan has continued throughout 
the year on the Lackenby site where the 
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new open-hearth steel plant is now 
approximately half completed. This has 
involved the erection during the year of 
10,400 tons of structural steelwork, includ- 
ing furnace structures. The second stage 
also includes major reconstruction of No. 6 
Mill at Cleveland Works, for the con- 
centration of rail production. Some of the 
new equipment has recently been completed 
and is in operation and work is proceeding. 
Major extensions and additions to the 
company’s blast furnace services are in 
progress and installation work on _ this 
section of the plan commenced during the 
year. 


Skefko Ball Bearing Co. Ltd.—A trading 
profit of £1,513,012 is reported for 1951, 
which is £226,660 more than in 1950. Net 
profit after taxation was £317,161, an in- 
crease of £13,614. After bringing in 
£50,000 set aside in former years for taxa- 
tion and no longer required, and £180,882 
brought forward from 1950, allocating 
£200,000 to general reserve, and paying 
£160,000 in dividends, the carry-forward is 
raised from £180,882 to £188,043, 


Leopoldina Terminai Co. Ltd.—The board 
of the Leopoldina Terminal Co. Ltd. 
announces that the definitive agreement 
for the sale of the Cantareira shares was 
signed in Rio de Janeiro on April 2, and 
a remittance covering the first payment 
to be made under that agreement and 
amounting to £181,885 4s. 2d. has been 
received in London. Steps are being taken 
to convene an extraordinary general meet- 
ing of the company without delay in 
accordance with the provisions of the 
scheme of arrangement, for the purpose 
of submitting a special resolution to wind 
up the company. 


Stewarts and Lloyds Limited.—The group 
profit of £8,000.253 shown in the financial 
results of Stewarts and Lloyds Limited for 
the period January 1, 1951, to September 
29, 1951, compares with £8,648,662, for the 
full year 1950. After taxation and deduc- 
tion of the proportion due to outside share- 
holders of subsidiary companies, the avail- 
able profit for the nine months is 
£4,186,883, as against £4,762,439 in the 
twelve months of 1950. The amount at the 
credit of general reserve has been increased 
by £2,416,593, being profit unappropriated 
on December 31, 1950; £716,207, being 
profit less dividends for the period January 
1, 1951; and £517,200 at credit of deben- 
ture redemption reserve, no longer required 
following repayment in full of debenture 
stock outstanding on September 20, 1951. 


June 7 (Sat.).—Railway Students’ Associa- 
tion. Tour of London Transport tram- 
way routes. 

June 10 (Tue.).—Institution of Civil Engi- 
neers, Great George Street, Westmin- 
ster, S.W.1, at 5.30 p.m. Annual General 
Meeting. 

June 14 (Sat.) to 19 (Thu.).—Permanent 
Way Institution, 1952 Summer Conven- 
tion at Ipswich. 

June 14 (Sat.).—British Railways, Southern 
Region, Lecture & Debating Society. 
Social ramble over the course of the 
former Surrey Iron Railway. 


June 16 (Mon.) to 20 (Fri.).—Institution of 
Civil Engineers, Great George Street, 
Westminster, S.W.1. Conference on 
Civil Engineering Problems in the 
Colonies. 
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Railway Stock Market 


Stock markets continued to show un- 
certainty and a general tendency to move 
mainly with British Funds, which have 
rallied moderately at the time of going to 
press, now that talk of a possible increase 
in the bank rate is less persistent. So 
heavy have been the falls in some leading 
industrial shares that they are now at levels 
which discount the possjbility of lower 
dividends for the current year. Stock 
market prices tend to try to discount the 
future a long way ahead, but the view is 
gaining ground that recent falls often are 
unjustified in many cases. 

Profits generally are likely to decline 
well below the exceptionally good levels 
reached last year, when inflation trends were 
dominant; but in many cases there would 
apparently have to be a very heavy fall 
in future profits to mecessitate cuts in divi- 
dends, which were generally very conser- 
vative in relation to the rates of dividends 
actually earned. The prevailing assump- 
tion is that before long a minor rally in 
industrial shares may very well develop, 
though buyers are likely to continue to 
hold off until the Finance Bill becomes 
law and E.P.L. details are settled. A factor 
keeping markets in check is the knowledge 
that many companies need additional 
capital, and that when E.P.L. has been 
finalised, there may be a rush of new 
issues, which would lead to selling of exist- 
ing securities by shareholders wanting 
money to take up new shares. 

Foreign rails were lower with the pre- 
vailing market trend, though not much 
business was reported. With buyers little 
in evidence, a small amount of selling has 
tended to have a disproportionate effect 
on all sections. 

Antofagasta preference stock came back 
sharply to 51, and the ordinary changed 
hands around 104. United of Havana 
stocks fluctuated, and the 5 per cent. deben- 
tures were lower on balance at 134, while 
the 54 per cent. Cuban debentures changed 
hands around 5. Costa Rica 6} per cent. 
first debentures have marked 45 and the 
second debentures 23. 

White Pass Yukon 43 per. cent. 
debentures changed hands around 25 and 
the 5 per cent. convertible debentures 
around 233. Algoma central $100 deben- 
tures changed hands at $235. Emu Bay 
Railway 44 per cent. debentures transferred 
at 54, 


Leopoldina ordinary and preference haye 
been steady at 11 and 28 respectively with 
little business reported; existing holders 
have no doubt decided to await the pay- 
outs, which it continues to be assumed, 
will amount in all to rather more than 
current market prices. Leopoldina 
Terminal debentures kept at 21 and the 
ordinary shares at around 9d. 

San Paulo 10s. units were 12s. 9d. and 
Brazil Rail bonds 5}, Nitrate Rails shares 
eased to 21s. and Taltal shares were 
15s. 6d. Manila issues remained steady with 
the “A” debentures at 76 and the pre- 
ference shares 8s. 

Canadian Pacifics were active, but at 
63% moved lower on balance in accordance 


with the general trend in dollar stocks, ° 


Canadian Pacific preference and debenture 
stocks were dealt in around 63 and 793 
respectively. 

There were few dealings in road trans- 
port shares. Southdown were 75s. 6d., 
West Riding 30s. and Lancashire Transport 
38s. B.E.T. deferred stock came back to 
360, at which there is a yield of 6% per 
cent., assuming the forthcoming dividend 
is maintained at 25 per cent. 

Engineering shares recorded small 
mixed movements with losses of a few 
pence predominating. Babcock & Wilcox 
eased to 60s. at which there is a yield of 
nearly 6 per cent. Guest Keen at 48s. 9d. 
yield 6} per cent. and Vickers at 41s. 6d, 
yield 6 per cent. T. W. Ward have been 
a steady feature and at 69s. yield rather 
less than 5} per cent. 

It is probable that because of the 
combined effect of E.P.L. and the higher 
distributed profits tax, there will be little 
scope for higher dividends in future; but 
whereas the market assumes that many 
industrial shares face the possibility of 
lower dividends in due course, because of 
rearmament and kindred work, engineer- 
ing companies have reasonable prospects 
of maintaining their dividends at last year’s 
rates. 

Beyer Peacock were 28s. at which there 
is a yield of 7 per cent., while Hurst Nelson 
at 49s. yield over 8 per cent., North British 
Locomotive at 14s. over 74 per cent. and 
Birmingham Carriage at 32s. 3d. nearly 
64 per cent. Vulcan Foundry were 21s. 
Charles Roberts 5s. shares, 20s. 44d. 
Gloucester Wagon 10s. shares 11s. and 
Wagon Repairs 5s. shares 11s. 3d. 


Traffic Table of Overseas and Foreign Railways 
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§ } Paraguay Cent. ...| 274 28.12.51 G289,547 |+ G102,688) 26 | G8823.911 |+ G3,556,978 
U \ Peru Corp. «| 1,050 | Apr., 1952 | $8,694,000 |+ $968,000} 44 | $83,332,000 |+ $6,935,000 
8 a poor 66 | Apr., 1952 |Bs.16,397,000)+ Bs.361,000 | 44 | Bs.161,744,000| + Bs.35,241,000 

ection , | 
S| salvador... 100 | Feb., 1952 | —¢170,000 |— —_74,000| 35 | _ 1,382,000 | + £55,000 
& \Taltal wae 147, Apr., 1952 | $2,267,000 |+ $342,000 | 44 | $22,160,000 |+ $5,547,000 
| 
3 Canadian Nationalt| 23,473 Mar., 1952 | 19,412,000 |+ 1,858,000; 13 | 53,914,000 |+ 6,274,000 
G | Canadian Pacifict...| 17,037 | Apr., 1952 | 11,982,000 |+ 300,000 | 17 | 47,926,000 |+ 3,542,000 
« ( Barsi Light* 167 Apr., 1952 | 37,260 |— 2,970] 4 | 37,260 |— 2970 
3 | Gold Coast ose 536 Mar., 1952 | 321,377 |+ 34,061 | 52 | 3,475,842 |+ 335,178 
5 Mid. of W.Australia} 277  Mar., 1952 | 52,253 |+ 11,130 | 39 | 522 599 |4 165.102 
> | South Africa ««.| 13,398 3.5.52 | 2,064.915 |+ 209,700] 5 | 9,463,354 |+ 581,756 
Victoria... ool 4,744 | Jan., 1952 2,265,953 |+ 274,972 | 30 | = _ 
{ 


* Receipts are calculated at Is. 6d. 


to the rupee 





t+ Calculated at $3 to £1 
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